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PAYMENT OF FREIGHT CLAIMS 


Everybody interested in transportation matters is 
acquainted with the campaign initiated by the carriers 
at the end of federal control, and still being prosecuted, 
which has so far resulted in the remarkable reduction of 
freight loss and damage, as represented by claim pay- 
ments, from $120,000,000 in 1920 to $37,000,000 in 1927. 
In this work the shippers and receivers of freight have 
cooperated with the carriers. These figures, incidentally, 
are a good yardstick by which to measure the improve- 
ment in railroad service in recent years. 

There is one condition, however, that has come about 
that is, perhaps, not generally realized—the promptness 
with which the general run of freight claims is adjusted 
by the carriers and in a manner that practically elimi- 
nates friction. 

In 1927, according to reports filed with the freight 
claim division of the American Railway Association, 
only 9.5 per cent of the claims required more than 90 
days for adjustment. Of the 90.5 per cent adjusted 
within 90 days, 73.4 per cent were settled within 30 days. 
These settlements seem to accord with commercial prac- 
tices for the settlement of accounts and can be consid- 
erad a good record. An examination of the monthly 
figures for the last two years and a half shows that on 
no occasion did the 90 day adjustments fall below 88.6 
per cent, while in one month they rose to 91.9 per cent 
and in another to 92 per cent. 

In the course of a year, an average of two and a half 
million claims are filed against the carriers and are po- 
tential points of irritation in the transportation field, 
each one holding possibilities of discord even to the ex- 
tent of litigation or legislative enactment. It can, there- 
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fore, be appreciated what a highly desirable condition 
now exists in this respect. 

In passing, it may be noted that, had such a de- 
sirable state of affairs existed in the early years of the 
present century, the state of the public mind toward 
the railroads might have been more favorable than was 
the case. 

In years gone by, there was general dissatisfaction 
among shippers and receivers as to conditions surround- 
ing claim settlements and, doubtless, many times the 
complaint was with good reason, but in these days ex- 
pressions of that kind are rarely made by well-informed 
persons. The carriers do well in maintaining careful 
and continuous supervision of freight service to prevent 
loss and damage. Their best interests likewise call for 
special efforts, at the same time, to maintain and, if pos- 
sible, improve, the present good record as to claim 
payments. 


POLITICS AND WATERWAYS 

Whatever one’s opinion may be as to the policy of 
inland waterway development, advocated so strenuously 
by Herbert Hoover, candidate for President of the United 
States, it is to be regretted that those behind his cam- 
paign, if not he himself, seek to make political capital 
of his ideas. An example of what is being done was 
afforded last week by the outgiving of the Republican 
national committee with respect to the inspection trip 
of Mr. Davis, Secretary of War, in furtherance of the 
plan to extend the government barge line service to 
the Illinois River, contrasting the position of Mr. Hoover 
(or, at least, his interest) with that of Governor Smith. 

Of course, inland waterway development ought not 
to be a political issue and it is not, so far as we can see. 
Both Smith and Hoover have endorsed the policy, 
though Mr. Hoover has been at the’job for some time 
and has been more enthusiastic about it. This enthusi- 
asm of his lends itself to a course of advertising in the 
Mississippi Valley, where voter citizens are led to expect 
benefit from what he proposes—though, of course, the 
advertising must be replaced by soft-pedaling in locali- 
ties where there is not only no benefit to be expected from 
inland waterway development, but actual harm to be 
looked for by reason of the discrimination in favor of 
those who can use the waterway facilities provided by 
the government at the expense of the taxpayers and 
against those who cannot use thém—to say nothing of 
the discrimination against the rail carriers. 

We have often wondered just how much of politics 
and how much of real conviction there is in Herbert 
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Hoover’s policy in this matter. It is difficult for us to 
ynderstand how a man of his supposed ability and clear 
yision, With no selfish interest that we know of, other 
than his political ambitions, could bring himself to advo- 
cate the development of inland waterways at govern- 
ment expense and the operation Of transportation facili- 
ties on them by the government with the taxpayers pay- 
ing the difference between the rates charged and the 
rates that would have to be charged to make the enter- 
prise profitable if conducted by private capital, thus 
putting the government directly into competition with 
private business, in spite of his declarations against such 
policy in general, and discriminating against industries 
that are not in position to use the waterways, but must 
depend entirely on the rails. Either he is conscientious 
in his belief and is, therefore, according to our opinion, 
not quite so able and economically sound as the effort 
is to cause us to believe, or he is not above using a 
thing of this sort to help him in his political success, 
regardless of soundness or fairness. 

To be sure, Governor Smith appears in no better 
light, except as comparative ignorance of the subject 
may be his excuse. His is a “me too” policy with respect 
to inland waterways. But why is it that his efforts 
along this line are condoned as to be expected from a 
politician, while Mr. Hoover’s are regarded as the 
emanations of an exalted and sound purpose? Every 
man is a politician when he tries to become President 
of the United States. Mr. Hoover will do and is doing 
as others do—he talks about his ideas in districts where 
the inhabitants will like them and keeps silent about 
them in districts where they would not be popular. And 
the voters will observe the same principle—they will 
vote for a certain candidate (or consider that factor very 
strongly in making up their minds for whom to vote) 
when he promises them something that they think means 
a fattening of their individual pocketbooks, and vote 
against him if what he proposes means a lessening of 
their profits. Both the politician and the business men 
are to be distrusted when they deal with problems of 
this sort. 

There was a slip in our editorial last week in which 
we dealt with the political “bunk” handed out by Judge 
Callaway, of Atlanta. We said it was true that the 
transportation act of 1920 was enacted while a Repub- 
lican administration was in power. This is true so far 
as the political complexion of Congress was concerned, 
but President Wilson was in the White House and 
signed the bill—which makes our argument all the 
stronger and that of Judge Callaway the more ridiculous. 


CONGRESS AND TRANSPORTATION 

From present indications, it is probable that the 
short session of the Seventieth Congress that will begin 
December 3 will not be productive of important legis- 
lation affecting transportation. The outcome of the 
presidential election will have a bearing on the situa- 
tion, particularly in view of the fact that, whether Her- 
bert C. Hoover or Alfred E. Smith is elected, the coun- 
try will have a new president March 4, 1929. The 
successor to President Coolidge will have legislative 
proposals for submission to Congress and they cannot 
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be considered, of course, until the new Congress meets 
after the inauguration March 4. Whether or not a 
special session of Congress will be called by the new 
President is a question that will be answered in the 
future. If a special session is not called, the Seventy- 
first Congress will not meet until December, 1929. The 
indications are that the coming short session will be one 
in which both major parties will mark time. 

However, efforts will be made by those interested 
in proposed railroad consolidation and motor bus regu- 
lation legislation, for instance, to obtain action at the 
short session. The Parker voluntary railroad consoli- 
dation bill is ready for consideration in the House, 
having been favorably reported by the House committee 
on interstate and foreign commerce at the last session. 
A majority of the Democratic members of the House 
committee, however, submited a minority report against 
the bill, and, if there is a political division on the bill 
in the House, the chance for passage will not be as 
bright as would be the case otherwise. If there is not 
a change in the attitude of the Senate interstate com- 
merce committee with respect to such legislation at the 
coming session, it is practically certain that there will 
not be final action at that session, even though the 
House should pass the Parker bill. The Senate com- 
mittee, notwithstanding considerable pressure from those 
interested, did not get down to brass tacks on the sub- 
ject at the last session. 

The proposed motor bus regulation legislation is 
still in committee. The House committee could not 
reach an agreement on it at the last session. The mat- 
ter will be pressed for action at the short session. 

More than one hundred bills relating directly to 
railroads were introduced at the long session of the 
Seventieth Congress and these measures will remain 
“alive” until the end of the coming short session. The 
barge line expansion act, increasing the capitalization 
of the Inland Waterways Corporation from $5,000,000 to 
15,000,000, and providing for extension of the physical 
operations of the government barge agency to tribu- 
taries of the Mississippi River, as well as extension of 
the service by means of through routes, joint rates, and 
divisions, was passed at the long session. Just what 
will result under that act may be revealed in the near 
future. The Commission is now confronted with the 
application of the Inland Waterways Corporation for 
orders giving effect to the provisions of the act. It will 
hear argument by those interested October 12 as to what 
Congress meant in that part of the barge line act re- 
lating to the issuance of certificates of public conven- 
ience and necessity and establishment of through routes, 
joint rates, and divisions. Whatever legal interpretation 
may be put on the language in issue, the history of the 
legislation clearly shows that what was intended, at 
leastehy the active proponents of the barge bill, was that 
preferential treatment should be accorded the govern- 
ment barge line agency. In addition to the proceedings 
before the Commission, Congress will be asked to ap- 
propriate additional sums from the public treasury for 
this government owned and operated transportation 
agency. 

Proposed transportation legislation that has ad- 
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vanced beyond the bill-introduction stage and that may 
be considered at the coming session follows: 


H. R. 12620. This is the Parker railroad consolidation bill, favor- 
ably reported to the House April, 13, 1928. 

S. 656. This bill, introduced by Senator Pittman, of Nevada, 
amends section 15a of the interstate commerce act by exempting cer- 
tain short lines from the recapture provisions. It was passed in the 
Senate March 6, 1928, and sent to the House, where it was referred 
to the committee on interstate and foreign commerce. 

S. J. Resolution 99. This resolution, offered by Senator Metcalf, 
of Rhode Island, would amend the Hoch-Smith resolution to include 
within the emergency agricultural: relief provision the products of 
fisheries. It was agreed to by the Senate May 16, 1928, and sent to 
the House, where it was referred to the committee on interstate and 
foreign commerce. 

S. Concurrent Resolution 10. This resolution, offered by Senator 
Robinson, of Arkansas, calls on the Commission for a report as to 
the regulation of rates with a view to equalizing prosperity among 
producers of commodities. It was agreed to by the Senate February 
9, 1928. The House has not acted on it. 

S. 668. This bill, introduced by Senator Robinson, of Arkansas, 
would amend section 1 of the interstate commerce act so as to make 
illegal the collection of a railroad surcharge for travel in Pullman 
cars, otherwise known as the Pullman surcharge bill. It was favor- 
ably reported to the Senate May 21, 1928, but the Senate did not act 
on it at the last session. 

S. 742. This bill, introduced by Senator Jones, of -Washington, 
provides for the establishment, operation, and maintenance of foreign 
trade zones in ports of entry of the United States. It was favorably 
reported to the Senate by the commerce committee April 6, 1928, but 
no action was taken in the Senate. 

S. 1263. This bill was introduced by Senator Gooding, of Idaho, 
who died after the adjournment of the long session. It would amend 
the fourth section of the interstate commerce act so as to prohibit 
fourth section departures on account of Panama Canal competition. 
It was favorably reported to the Senate March 20, 1928, but no action 
was taken in the Senate. 

S. 2309. This bill, which would restrict the Commission’s juris- 
diction over construction of new lines of railroad, was introduced by 
Senator Mayfield, of Texas. It was favorably reported to the Senate 
May 25, 1928, but no action was taken on it by the Senate. 

S. 2107. This bill, to provide for steel cars in the railway post 
office service, was introduced by Senator Dale, of Vermont, was 
favorably reported, with amendments, and was passed by the Senate 
May 10, 1928. The House did not act on the bill. 


Hearings were held at the long session on the follow- 
ing bills: 


H. R. 12380. This is the Parker bill providing for regulation of 
motor vehicles operating as common carriers of persons on the public 
highways. 

H. R. 12773. This bill, to amend paragraph 11, of section 20, of 
the interstate commerce act, was introduced by Representative New- 
ton, of Minnesota. 


Interest will center in the Senate at the coming 
session on nominations for membership on the Commis- 
sion. Commissioner Farrell, now serving under a re- 
cess appointment, is expected to be renominated by the 
President. The Senate interstate commerce committee, 
May 28, ordered a favorable report on the original Farrell 
nomination, but the Senate did not act on it before 
adjournment. The terms of Commissioners Aitchison 
and Porter expire December 31, 1928. Although it is 
not known what the President will do, the expectation 
is that he will reappoint both commissioners. 


CAPPER AND POTATO RATES 


Senator Capper, of Kansas, has been using a flare-up about 
rates on potatoes from the Kaw Valley part of the Kansas- 
Missouri territory to the Mississippi River crossings and defined 
territories east thereof as a foundation for another protest 
against what he calls the centralization of all governmené#func- 
tions in Washington and the expansion of federal domination 
over state affairs. He complained about an increase in rates 
on potatoes, which he spoke of as having been ordered by the 
Commission. 

Rates on potatoes from the Kaw Valley were on a higher 
level from July 14 to August 4 than before. or now. They were 
on that higher level, however, not because of, but despite a 
decision of the Commission. When the Kansas shippers dis- 
covered the higher level, which they did on July 26, they asked 
the Commission to reduce them, but the Commission could do 
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nothing on such an informal request. It pointed out, howevye 
that the carriers could restore the rates to their old leve] j 
they would ask for sixth section permission. They asked {fo 
and obtained that permission on August 3, enabling them ty 
restore the old rates on one day’s notice. 

Restoration of the old rates was due, in a measure, to the 
protests of railroads in western trunk line territory. They cop. 
tended that the southwestern lines which had published the 
increases were without warrant in the Consolidated Southwest. 
ern cases, although it was upon those cases that they undertook 
to found their justification. 

In a letter of explanation to C. F. Real of the Kansas con. 
mission the federal commission pointed out that language use 
in the original decision, inadvertently, was made broad enough 
to cover an increase in rates from the Kaw Valley to the gate. 
Ways and defined territories east of the Mississippi for the 
removal of undue prejudice against shippers of potatoes from 
Oklahoma. It further pointed out that at one of the stages ip 
the southwestern cases the railroads were given until December 
10 to treat the eastbound rates to the gateways, but that in 
the report dated March 6 the Commission rescinded the whole 
matter, leaving the southwestern carriers without warrant, other 
than the expression of opinion in the original report, later 
referred to as inadvertent. 

Senator Capper suggested that such a thing as happened 
in respect of the rates on potatoes from the Kaw Valley would 
not have happened under a state board of railroad commis. 
sioners. 

If the Kansas commission had pointed out that the rail- 
roads, notwithstanding the rescinding of the finding on which 
they probably based their increased rates, had put in higher 
rates the federal commission, it is believed, would have sus- 
pended the increases. It did suspend many of the schedules 
filed in purported compliance with the decision in the Consol 
idated Southwestern cases because shippers and others pointed 
out to it either that the decision was erroneous or that the car- 
riers, in filing their tariffs, were not following the rule laid down 
in the decision. 

The Commission, in the early days of July, just before the 
rates prescribed in the Consolidated Southwestern cases were 
due to become effective, dealt with thousands of situations. If 
the Kansas commission or any other body brought the Kew 
Valley potato rates to its attention the presentation was not so 
pointed as to impress itself on those whose business it was to 
consider the protests and make recommendations for or against 
suspension. In the thousands of pages written on that subject, 
in early July, there may have been some representations about 
the rates in question, but if so they were of such a character 
as not to convey the impression the Kansans were able to 
produce in the latter part of that month. 


BILLS OF LADING QUESTIONS 


Answering questions propounded by members, the National 
Industrial Traffic League, in circular No. 1089, has definitely 
advised its members that “it is our judgment . . . that shippers 
will be safe in ordering a supply of the present unifrom bill of 
lading to last them for from nine months to a year.” 

In the circular, signed by J. H. Beek, the executive secre- 
tary, the League warns the members that “we are simply giving 
you the benefit of our judgment, but with all the facts, as out- 
lined herein, before our members, their judgment will probably 
be as good as ours.” 

This judgment as to what it will be safe to do in the matter 
of buying a supply of bills of lading winds up a recital of facts 
about conferences between the bills of lading committee of the 
League, representatives of the railroads and of individual com- 
missioners as to what should be done to bring the present form 
of the bills into conformity with the law as changed by the so- 
called Newton omnibus bill, signed by President Coolidge March 
4, 1927. 

The recital shows that the Commission has not done any- 
thing toward bringing about a revision of the form on account 
of that legislation but that representatives of the League and 
of the railroads are of the opinion that it constrains those re 
sponsible for the form to make a revision. At a conference 
held at Chicago by representatives of the League and of the 
railroads, the circular says, it was agreed to seek additional 
legislation on the subject, as shown in H. R. 12773 and S. 4500 
now pending in Congress, and that pending enactment thereof 
that nothing be done toward revising the present form. The 
circular says “we are hopeful that these bills will be passed at 
the coming short session of Congress.” In that event the re 
vision of the form can be made in one effort instead of two as 
would be necessary to meet the requirements of existing law 
and the proposed law. 


FINAL VALUATION REPORT 


Valuation No. 672. St. Paul Bridge & Terminal Railway Co., 
opinion No. B-690, 143 I. C. C. 375-97, final value, for rate-making 
purposes, of the property, owned and used for common carrier pur- 
poses, found to be $474,448, and of property used but not owned, $469,- 
800, as of June 30, 1919. 
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- Current Topics 


| in Washington 
| ee nnn aaa 


Law Defect Causes Embarrassment.—Attorneys and com- 
missioners are, and for months will be, embarrassed by the fact 
that the terms of Commissioners Aitchison, Porter, and Farrell 
expire on a day certain, or on an uncertain day in so far as 
that of Mr. Farrell is concerned. The terms of Aitchison and 
Porter definitely expire with the year. Mr. Farrell is serving 
under a recess appointment, which, at best, is far from a certain 
thing. While not one of the commissioners mentioned, prob- 
ably, would admit it, each is probably wondering whether it is 
worth while to be listening to arguments in cases the vote on 
which are not certain to be taken before the end of the year. 
By the same sign, attorneys are wondering whether arguments 
they are making may not have to be made again by reason 
of the possibility of a tie vote resulting from the expiration 
of the term of one of the commissioners and the failure of the 
Senate promptly to confirm the nomination sent in to fill the 
expiring term. The fact that this is presidential election year 
also complicates the matter. In the event of. victory for the 
Smith-Robinson ticket next month, it would not be surprising 
were Democratic senators to hold up all the nominations that 
might be made by President Coolidge. There has been a good 
deal of feeling stirred up against the performance of any duties 
by political lame ducks. That is to say, those who inveigh 
against lame duck sessions of Congress, have created a feeling 
throughout the country that, when a man reads the election 
returns and finds them against him, he should immediately 
give up his office to the victor. The preachers against the lame 
duck session have persuaded a considerable number of people 
that they should not follow, in their public business, the rule 
they observe in private business. That rule is that the man 
who is to be separated from the service shall have reasonable 
notice of the untoward turn of his affairs so that he may finish 
what he may be doing and take some steps toward getting 
another job. In 1912 the feeling against lame duck work had 
grown so great that Democratic senators refused to confirm 
any of the appointments made by President Taft after election 
day. Acting on that precedent, Democratic senators, in the 
event of Smith’s election, might be expected to hold up Presi- 
dent Coolidge’s nominations. It is assumed that President Cool- 
idge will discharge his duty to nominate men for the offices 
now held by Messrs. Aitchison, Porter, and Farrell in a timely 
manner. Senators might confirm Porter and Farrell. They are 
Democrats, though of Coolidge’s choosing. President Coolidge 
could reduce the embarrassment somewhat by announcing right 
away that he would or would not reappoint such and such of 
the three who must have their names sent to the Senate some 
time before March 4 if the Senate is to have a chance to con- 
firm or reject the nominations. As it is a presidential year, the 
announcement would be of the minimum value if made before 
election day, because of the possibility of Smith’s election. The 
idea that Hoover would not reappoint the three men selected 
by Coolidge does not make an appeal as being based on solid 
ground. The cautious Coolidge, it is believed, would not make 
such an announcement without knowledge as to Hoover’s views. 
But, even under the most favorable conditions, expiration of 
the terms of commissioners with the end of the year creates 
an uncertainty. Although legislation is enacted by. politicians 
familiar with the pettishness of politicians, they always frame 
it with the idea that those having to deal with matters arising 
under laws:the administrators will be high-minded and act with- 
out considering such a small thing as saving patronage for 
an incoming President. Expiration of the terms of commission- 
ers in midsummer, it might be suggested, would always enable 
the president in office to keep the membership complete by 
the grant of recess appointments. A law providing for mid- 
summer expiration of terms might be deemed an unworthy 
recognition of a political frailty that has been noticeable in the 
ona few years, but it would make for the orderly dispatch of 
business. 





Putting Off the Evil Day—At the end of September the 
forerunners of an avalanche of tariffs reached the files of the 
Commission. By the first of October the filing machinery was 
clogged with them. They were practically all reissues. Thereby 
the railroads and issuing agents put off the day when the tariffs 
would have to be made over in accordance with Tariff Circular 
No. 20, effective, for the most part, October 1. The reissues 
are the same as new tariffs. They will be good, in the sense 
of not being in violation of the tariff rules, until they have 
been supplemented to the maximum allowed by the rules. 
Then they will have to be reissued in the form required by 
the new tariff rules. This is not to imply that the railroads 
and the agents played a trick on the Commission or took steps 
to evade the new rules. The fact was that it would have taken 


THE TRAFFIC WORLD 


superman efforts on the part of carriers and their agents to . 





751 





revise by October 1 all their tariffs needing or near needing re- 
issue when the new rules were made. Therefore, they did the 
natural thing. They reissued as many as they could under the 
rules that remained in effect until October 1. Some whales of 
tariffs came in with the rush. One Baltimore and Ohio clay 
products tariff consists of 1,144 pages. It cancels ten other 
tariffs and brings the matter contained therein into the ency- 
clopedia of clay products rates, rules, and regulations composed 
of the 1,144 pages before mentioned. By reissuing tariffs under 
the old rules the carriers and agents gave themselves more 
time in which to tackle the work on the tariffs that were not 
on the reissue shelf at the time the avalanche of them that 
came in at the end of September were being handled. How- 
ever, there are tariff men who are not enamored of the new 
rules. With them, getting out reissues under the old rules prob- 
ably was a putting off of what they deemed the evil day when 
they would have to obey the new rules. The Harvard 5-foot 
shelf of all that is worth while in literature is a poor, puny thing 
in comparison with the volumes the new rules caused to be 
dumped on the Commission this week. 





Capper and State Control.—The situation with respect to 
potato rates from the Kaw Valley part of Missouri-Kansas ter- 
ritory to St. Louis, Chicago, and defined territories east of the 
gateways, it might be suggested, in no wise helps Senator Capper 
in his fight against centralization in Washington. In fact, when 
it is thoroughly examined, it will show the necessity for control 
in Washington. The railroads seized on an utterance of the 
Commission, rescinded months before Capper became active, 
indicating that, in its opinion, rates on potatoes from Oklahoma 
to the eastward, in comparison with rates from Kansas, were 
unduly prejudicial against Oklahoma and, by the same sign, 
unduly preferential of Kansas. The Commission rescinded the 
language used because the unduly prejudicial situation was not 
within the scope of the proceeding. In other words, in the 
course of the hearings in the consolidated southwestern cases, 
facts were brought out tending to suggest that Oklahoma potato 
shippers were at an undue disadvantage in comparison with 
their friends in Kansas. The Commission, without keeping in 
mind the scope of the investigation it was making, used the 
words that, seemingly, were seized by the railroads as a reason 
for proposing higher rates from the Kaw Valley. No one, so 
far as can now be determined, noted that the carriers were 
doing anything of the sort. Kansas shippers and the Kansas 
commissioners may have been lulled into a false sense of se- 
curity by the act of the Commission in taking back what it 
had said about the relationship of rates on potatoes from Kan- 
sas and Oklahoma. They may have concluded that the railroads 
would not think of doing or undertaking to do anyhting about 
potato rates. But the carriers did propose something. The 
way they proposed it had the appearance of asserting that what 
they were doing was being done in compliance with the decision 
in the consolidated southwestern cases. If the Kansas people 
had acted on the assumption that the railroads could make 
errors in the filing of tariffs, or even if they assumed that: the 
railroads were not to be trusted, the proposed increases prob- 
ably would have been suspended in I. and S. No. 3130, the. sus- 
pension case in which thousands of consolidated southwestern 
rates were put on the hook for investigation. Senator Capper 
suggested that such a situation as caused him to say more 
things about his fight for more state control could not have 
happened under a state commission. That, it might be sug- 
gested, could be answered in an emphatic negative in the offices 
of many state commissions. Things get past the state bodies 
as well as elude the eyes of the federal Commission. Things 
are “put over” in state rate cases as frequently as in federal 
cases, volume of work considered. The situation is no argument 
for a larger measure of state control. It had its inception in 
what looked like a rate adjustment unduly preferential of 
Kansas and unduly prejudicial to Oklahoma. Kansans may be 
more just to their neighbors than Texans, prior to the Shreve- 
port case, were to citizens of Louisiana. Therefore, it might be 
the part of wisdom for Oklahomans to allow Kansans to -deal 
with matters in which the Kansans are supposed to have an 
advantage and Oklahomans a disadvantage, knowing that they 
would always get what the Kansans would consider a square 
deal. Kansans might also repose like confidence in their neigh- 
bors to the south of them. However, the theory of the law is 
that only the national government would be neutral. 





Radio Calls Interstate Commerce Lawyers.—Efforts by the 
oil industry and other business interests not engaged in dis- 
seminating advertisements by radio have brought employment 
to attorneys who practice before the railroad regulating body. 
The issue before the Federal Radio Commission is as to whether 
public interest, convenience, and necessity require the grant 
of channels in the air for the use of business. One of the 
applications that has been before the radio body is by a com- 
pany that desires to use the air in getting market quotations 
to and from Europe by radio instead of by the slower methods 
of the cable and telephone, the latter being usable for that 


+ purpose when the money directly involved is a sum great enough 


to warrant the expenditure of $60 or $75 for a talk not exceeding 
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three minutes. The business interests not desirous of telling 
about the virtues of a tooth paste or something else that can be 
advertised in the newspapers and magazines, are inclined to 
be bitter about the matter because the radio body thinks more 
about broadcasting than about the transmission of business 
matters not desiring nor avoiding publicity. Their thought is 
that the prosperity and well-being of the people is better pro- 
moted by the use of the air for transmitting such information 
as they desire to send than by affording entertainment for an 
idle hour. 





Former Private Secretary Not to Hear Gooding Case.— 
The Commission has announced that the hearing in No. 20806, 
Frank Gooding et al. vs. Oregon Short Line et al., assigned for 
hearing October 15, at Boise, Ida., before Examiners Flynn and 
Way, has been canceled and the case reassigned for hearing 
November 8, at Boise, before Examiner Flynn. In a bulletin 
dated September 21, issued to members of the National Asso- 
ciation of Railroad and Utilities Commissioners, John E. Ben- 
ton, general solicitor for that organization, commented on the 
assignment of the case that has been canceled and revamped 
so as to have Examiner Flynn alone assigned to the duty of 
hearing the complaint filed by the late Senator Gooding attack- 
ing all freight rates to and from Idaho as violative of the first 
three sections of the interstate commerce act. Mr. Benton said 
it was interesting to note that one of the examiners before 


whom the case was to be heard “is Leonard Way, formerly . 


secretary of the Idaho commission.” Continuing, Mr. Benton 
said: “After leaving the Idaho commission Mr. Way was for 
a while secretary to Senator Gooding. Since August 1, 1925, 
he has been an examiner in the bureau of valuation of the 
Interstate Commerce Commission, but quite recently was trans- 
ferred to the examining staff of the Commission’s rate depart- 
ment.”—A. E. H. 


VIRGINIA RATE CASES 


H. E. Manghum, counsel for the Virginia Shippers’ Assccia- 
tion, in Commonwealth of Virginia, at the relation of the State 
Corporation Commission, vs. Atlantic Coast Line et al., has 
summed up on behalf of that organization the case it has been 
making before the Virginia Corporation Commission in behalf of 
a revision of class rates in that state to take the place of the six 
scales now in use in Virginia. The proceeding is in the nature 
of a show cause case. The corporation commission issued an 
order directing the carriers to show cause why the class and 
commodity rates and classifications maintained by the rail and 
water carriers within the state should not be revised or reduced. 

The brief is confined to the class rates and classifications 
to be used in connection therewith. The shippers, some time 
ago, filed a motion to postpone the commodity part of the case 
until after the class rates had been disposed of. 

As a method for bringing order out of the chaotic class 
rate situation, the Virginia shippers proposed two 30-class rate 
scales prepared by T. D. Geoghegan, their expert witness, to 
replace the 14-class scales now in use. The 14 classes in the 
present scales are obtained by counting all the existing num- 
bered, lettered and percentage classes. 

One scale is to apply in the northern part of the state which 
is in Official territory and the other in the southern, which is 
in Southern Classification territory, Official Classification to 
govern in the northern and Southern Classification in the south- 
ern part. The Norfolk & Western is proposed as the dividing 
line in the intrastate rate adjustment as in the interstate. For 
interterritorial purposes the shippers proposed Southern Clas- 
sification as the governing rules. 

The carriers in the northern part of the state proposed 
so-called Trunk Line scale No. 2, submitted by the trunk lines 
in No. 15879, the eastern class rate investigation. For the 
southern part of the state the carriers proposed the K-2 scale 
prescribed by the federal Commission in the southern class rate 
investigation, in which the last report was made in 128 I. C. C. 
567, the appropriate classification to govern in each instance. 
The Seaboard proposed joint line arbitraries, which the Vir- 
ginia shippers pointed out, had been rejected in the southern 
class rate investigation. 

Each of the scales proposed by the shippers begins with 
a first class rate of 27 cents for the minimum distance and 
runs down to 4 cents in class 30. The scales cover 800 miles. 
At the maximum distance the first class rate would be 130 
‘ cents and the thirtieth class is 20:cents. 

In conclusion, Manghum submitted that the present rates 
and classifications applicable were unduly discriminatory as 
between shippers and localities and were in a chaotic and in- 
defensible condition. He said the carriers had not justified their 
proposals. He said the scales proposed by the shippers had 
been justified, should be approved by the Commission forthwith 
and made effective at an early date. 

Counsel for the Southern, Atlantic Coast Line, Seaboard Air 
Line, Danville & Western, Carolina, Clinchfield & Ohio, Clinch- 


field, and Louisville & Nashville, say in their brief that the. 


Virginia commission can deal with intrastate freight rates in 
Virginia only on the general level that the federal Commission 
has prescribed for interstate application. 
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“Obviously,” say counsel, “if each state is to be left free 
to fix different bases or systems of intrastate rates, withoy 
any regard for the rates authorized for similar service in inter. 
state commerce, or to revise the entire body of intrastate rates 
as is apparently sought to be done in the instant proceeding 
without any regard for the general level of interstate rates as 
fixed and prescribed by the Interstate Commerce Commission 
the avowed purpose of the transportation act, to provide ade. 
quate revenues to insure adequate service will be defeated ang 
the provisions of section 15 (a) of that act will be nullifieg” 

With respect to class rates, counsel for the railroads gay 
there is no evidence in the record that shows, or even tends 
to show, that the present intrastate class rates applicable on 
respondents’ lines, or between points on respondents’ lines and 
points on the lines of other railroads operating in Virginia, are 
in any respect whatsoever unreasonable or that such rates 
should be reduced. On the other hand, it is contended, the eyi. 
dence of record clearly establishes the fact that such rates 
should be revised and made upon the basis of the scale pre. 
scribed by the Interstate Commerce Commission in the southern 
class rate investigation, and that, moreover, such rates, when 
so established intrastate in Virginia, should be governed by 
the Southern Classification. 


As to commodity rates, say counsel for the carriers named, 
if the proceeding is only for the purpose of determining whether 
or not the commodity rates in Virginia should be reduced, then 
the proceeding should be discontinued because there is no eyi- 
dence of record that shows, or even tends to show, that there 
should be any reductions in the present intrastate commodity 
rates in Virginia. On the other hand, it is stated, if the pro- 
ceeding contemplates a revision of commodity rates, then the 
rates between points on lines of these respondents and between 
points on their lines and points on other lines in the state of 
Virginia should be revised on the interstate level, as outlined 
in the testimony of L. V. Crane and other witnesses for southern 
lines at the hearing. The Seaboard seeks the establishment 
of joint-line rates higher than single-line rates. 


The Valley Railroad of Virginia, the Winchester & Potomac 
Railroad Co., the Winchester & Strasburg Railway Co., and the 
Baltimore & Ohio Railroad Co., in their brief, submit that the 
state commission has no jurisdiction to order a reduction in 
freight rates of the first three named roads below the general 
level of interstate rates and that further if the commission has 
jurisidiction, it has not sustained the burden of proof by intro- 
duction of competent testimony showing that the present level 
of rates effective on the lines named are unreasonably high and 
produce more than a fair return on the fair value of the prop- 
erty devoted to the public service. They say there is no showing 
that the rates as a whole are preferential or discriminatory. 

The Chesapeake & Ohio asks that the commission defer 
action in Case No. 3102 until the final report and order of the 
Interstate Commerce Commission in No. 15879, Eastern Class 
Rate Investigation, is released, and at that time issue its order 
prescribing for intrastate application in Virginia on the line of 
the C. & O. whatever scale of rates and classification shall be 
prescribed by the federal commission for interstate applica- 
tion, and that then the commission shall dismiss the rule in 
Case No. 3136. 

The Danville Chamber of Commerce, representing the ship- 
pers of Danville, Martinsville and South Boston, Va., opposes 
the division of Virginia for rate-making purposes by the line 
between official and southern territories. It says that under 
the proposal of the Southern Railway, rates would be uniform 
but unreasonable as compared with North Carolina intrastate 
rates and also the trunk line interstate rates applicable to and 
from northern Virginia, and that its plea is for uniform, reason- 
able, non-sectional rates and rates that equitably apply through- 
out the entire state of Virginia. It has submitted a proposal 
that will give effect to its plea. 


RATES ON SAND AND GRAVEL 


The committee of carrier and shipper representatives ap- 
pointed to work out a compromise adjustment of the rates on 
sand and gravel and crushed stone to destinations in Illinois 
south of the line of the Pennsylvania from St. Louis to Terre 
Haute, Ind., met with Examiner Fuller, of the Commission, and 
representatives of the Illinois Commission at Chicago October 
1. The conference continued until October 4, when it was 
adjourned. While considerable progress was said to have beet 
made in the settlement of the issues involved, all of the mat- 
ters could not be agreed on. As hearings have been held in 
the two Illinois commission dockets, 17841 and 17863, that com- 
mission will proceed with their disposition, in line with the 
co-operative plan. A meeting was set for October 15, at Chi 
cago, before Examiner Fuller, to consider what action should 
be taken in connection with the interstate cases. It was stated 
that the parties were prepared to go ahead at that time with 
a hearing in I. and S. 3093, involving single-line rates on the 
Big Four and C. & E. I., but that a future date would have to 
be set for hearing in the complaint case, docket 21372, involv- 
ing joint line rates from Greencastle, Ind., to destinations 02 
the Burlington, C. & E. I. and Illinois Central. 





















Ceeding, 
rates ag 
mission, 
ide ade- 
uted and 
ullified,” 
ads say 
n tends 
able on 
nes and 
nia, are 
h rates 
the evi. 
h rates 
ale pre- 
outhern 
3, when 
ned by 






named, 
vhether 
d, then 
no eyvi- 
t there 
modity 
he pro- 
en the 
etween 
tate of 
utlined 
uthern 
shment 


ytomac 
nd the 
at the 
ion in 
eneral 
yn has 
intro- 
, level 
th and 
prop- 
owing 
ry. 

defer 
of the 
Class 
order 
ne of 
all be 
plica- 
le in 


ship- 
poses 
line 
inder 
form 
state 
| and 
ason- 
yugh- 
208al 





’ No. 14 





left free 
Without 
in inter. 
te rates, 








October 6, 1928 


GASOLINE RATES REDUCED 


Reduction in the rates on gasoline and other petroleum 
roducts taking the same rates, carloads, from the mid-continent 
field and Casper, Wyo., to points in South Dakota, not later than 
November 24, has been ordered in No. 18101, White Eagle Oil 
& Refining Co. vs. Santa Fe et al. The Commission, by division 
2, has found unreasonable the rates from group 3 in the mid- 
continent field and from Casper to the extent they exceed 45 
cents from group 3 to Tyndall and Elkton, S. D., and 65 cents 
to Hecla and Britton, S. D. 

A further finding is that the rates from Casper are unrea- 
sonable to the extent they exceed 54 cents to Winner, Colome 
and Gregory, S. D. The rates prescribed from group 3 are from 
25 to 7 cents lower than the existing ones. Those prescribed 
from Casper are from 3.5 to 7 cents lower than the existing 
rates. 

A still further finding is that the rates from other mid- 
continent groups will be unreasonable to the extent they exceed 
those which would result from the application to the rates pre- 
scribed from group 3 of the differentials prescribed in the Mid- 
continent Oil Rates, 1925, 139 I. C. C. 605. 

The report covers two sub-numbers, Transcontinental Oil 
Co. vs. Same, and Shaffer Oil & Refining Co. et al. vs. Same. 
The complainants contended that the carriers in checking in 
rates to points not specifically referred to in the findings in 
the Midcontinent case had not fairly related the rates to such 
points to the rates specifically prescribed to what the Commis- 
sion called key points. The Commission told them to establish 
rates to points not mentioned in proper relation to the key point 
rates. The Commission said it was of the opinion that the rates 
to points not intermediate to the key points were unreasonably 
high as compared to the general level of rates to South Dakota 
and adjacent territory. 

Reparation was denied for the reasons that caused the 
Commission to deny reparation in the Midcontinent case, namely, 
that a general readjustment was being made. It treated this 
case as if it were a part of the Midcontinent case. The Com- 
mission said there were no circumstances here which differ- 
entiated the charges paid on complainant’s shipments from those 
paid on shipments embraced in a prior case treated in the second 
supplemental report in the Midcontinent case. 


RATE ON COKE 


In a report in No. 20427, N. Riskin & Son vs. Erie et al., 
the Commission, by division 3, has found that the applicable 
rate of 81 cents a hundred pounds on coke from Ensley, Ala., 
to Passaic, N. J., was, is and for the future will be unreasonable 
to the extent it exceeded, exceeds or may exceed the aggregate 
of the intermediate rates, $9.54 per ton. Collection of outstand- 
ing undercharges may be waived, according to the report. The 
rate for the future is to be made effective on or before Nov. 20. 


RATE ON GLASS MILK BOTTLES 


A finding that a combination rate of 52.5 cents on glass milk 
bottles, carloads, from Clarion, Pa., to Westmount Station, 
Montreal, Que., was, is and for the future will be unreasonable, 
in so far as the transportation takes place within the United 
States, to the extent that it exceeded, exceeds or may exceed 
35.5 cents, and an award of reparation have beén made by the 
Commission, division 3, in No. 19962, Berney Bond Glass Co. 
vs. New York Central et al. A cease and desist order effective 
on or before December 6 has been entered. 


FULLERS’ EARTH ADJUSTMENT 


: The Commission, by division 2, with Commissioner Taylor 
dissenting, in No. 18904, Vacuum Oil Co. vs. Atlantic Coast Line 
et al. has ordered a reduction in the rail-water-rail rates on 
fullers’ earth, carload, in bags, not later than November 20, from 
Quincy and Jamieson, Fla., and Attapulgas, Ga., to Paulsboro, 
N. J. and Olean and Rochester, N. Y. It found the rates indi- 
cated unreasonable, and awarded reparation, to the extent they 
exceeded, exceed or might exceed, from Attapulgas, Jamieson 
— Quincy to Paulsboro, $7.76 per net ton. It found the rates 
Tom those points to Olean and Rochester unreasonable to the 
extent they exceeded, exceed or might exceed $9 per net ton. 
- Commissioner Taylor said the rates collected, $9.96 to the 
ro points, and $8.33 for part of the time since, 1924, and 
p+ - for the rest to Paulsboro, were not unreasonably high 
: yy tne | the length of the haul. On the contrary, said he, 
po pone and car-mile revenues were about as low as the 
ti of transportation would permit, and that certainly repara- 
on should not be awarded. 
, In addition to the findings already mentioned the Commis- 
Sion found the all-rail rates from Quincy, Jamieson and Attapul- 
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gas to Paulsboro unreasonable prior to November 28, 1925, to 
the extent they exceeded $8.33, the rates then established and 
now in effect, but that the present rates were not unreasonable. 

The complaint also covered rates from Ellenton, Fla, The 
deposit there of fullers’ earth, the report says, has been ex- 
hausted. Therefore the rates from that point, for the future, 
were of no importance. The Commission found that from Ellen- 
ton the assailed rail-water-and-rail rates were unreasonable to 
the extent they exceeded $7.76 to Paulsboro and $9.90 to Olean 
and Rochester. 


GRAIN RATES PREJUDICIAL 


The Commission, by division 3, in No. 20019, Allendale Gro- 
cery Co. vs. Charleston & Western Carolina et al., has found 
unduly prejudicial, commodity rates on grain and grain products 
and flour from Cincinnati, O., and Louisville, Ky., to Allendale, 
S. C. It found the rates unduly preferential of competitors of 
the complainant at Bamberg, Orangeburg, Denmark, Robbins, 
Barnwell and other points in South Carolina not far from Allen- 
dale. The rates to the last mentioned point are from 7 to 12.5 
cents higher than to Allendale. 

Removal of the undue prejudice is to be accomplished not 
later than December 15, the measure of the new rates to Allen- 
dale being the rates to the unduly preferred points. In the 
removal of the undue prejudice the carriers, according to the 
report, are expected to observe and maintain the present rela- 
tionship between the rates from Cincinnati and Louisville to the 
other Ohio cities and Mississippi River crossings. 

Several pertinent fourth section applications were set for 
hearing in connection with this formal docket case, but the 
carriers said they were not prepared, on the short notice given 
them, to present their justification in this case. This case was 
originally set for hearing as a part of No. 17000, part 7-A. The 
carriers said they would present their justification in that case. 
The Commission said the interest of the general public in that 
phase of the matter would be best served by postponing con- 
sideration of the departures shown in this case until that time. 

The complaint alleged the rates on grain and products, 
hay, flour, and cottonseed meal, carloads and less than carloads, 
from Qhio and Mississippi crossings, Virginia cities, southeast- 
ern and Mississippi Valley points to Allendale were also unrea- 
sonable. The Commission found to the contrary and that the 
only unlawfulness was in the unduly prejudicial character of the 
adjustment to Allendale. 


PROPOSED HAY AND GRAIN MINIMA 


A finding of non-justification has been made in I. and S. 
No. 3096, grain, grain products, hay, and straw from Memphis, 
Tenn., to destinations in Arkansas. The Commission, by divi 
sion 3, has ordered the suspended schedules cancelled and the 
proceeding discontinued. The proposal was made by the Rock 
Island. The present minimum on each of the products is 24,000 
pounds. The destinations are in northeastern Arkansas. The 
24,000 pound minimum, the Commission said, was voluntarily 
established by the respondent to enable the Memphis dealers 
to get into that territory. The purpose of the suspended sched- 
ules, the report said, was to raise the minimum to that generally 
effective throughout western territory. 


SOAPSTONE FURNACE LININGS 


The Commission, by division 3, in No. 20114, Crown Willa- 
mette Paper Co. vs. Nelson & Albemarle et al., has found that 
shipments of soapstone furnace linings, carloads, from Schuyler, 
Va., to Camas, Wash., in 1925 and 1926, were overcharged, for 
that part of the movement from Esmont, Va., to Camas: It 
found that the applicable component was a combination of $1.10, 
composed of the sixth class rate of 42.5 cents from Esmont to 
Chicago, and a commodity rate of 67.5 cents beyond. It has 
awarded reparation. 


TOMATO ADUSTMENT 


Rates on canned tomatoes, carloads, from Columbia, Tenn., 
to destinations in Georgia and to Jacksonville, Fla., are to be 
revised, not later than December 15, in accordance with the 
Commission’s decision in Southern Class Rate Investigation, 113 
I. Cc. C. 200. The Commission, by division 3, in No. 19903, J. W. 
Gillaspie vs. Nashville, Chattanooga & St. Louis et al., has found 
the present rates unreasonably and unduly prejudicial. The 
Commission found the rates on tomatoes in packages (other 
than glass or earthenware) as provided in the current southern 
classification, carloads, minimum 36,000 pounds, from Columbia 
to a large number of points in Georgia and to Jacksonville, Fla., 
were and would be unreasonable to the extent they exceeded or 
might exceed the class 7 rates approved in the Southern Class 
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Rate Investigation. It also found them unduly prejudicial to 
the extent they did not or might not reflect the differences 
between the class 7 rates approved in the case mentioned, from 
Columbia, Newport, Morristown, Russellville, Jefferson City, 
Tellico Plains, Dayton, Tazewell, Lenoir City and McMinnville, 
Tenn., to the destinations under consideration. 


LUMBER ROUTING RESTRICTION 


The Commission, by division 3, in I. and S. No. 3099, lumber 
and other forest products from southern points to Covington 
and Newport, Ky., has found justified the proposed restriction 
of routing in connection with rates on lumber, from and to the 
points mentioned, so as not to apply in connection with the 
Louisville & Nashville at Cincinnati, O. The suspension order 
has been vacated and the proceeding discontinued. By the 
restriction the carriers sought to prevent the handling of lumber 
to Ohio river south-bank points through Cincinnati in violation 
of the fourth section. 


OIL RATES LOWERED 


In a report written by Commissioner McManamy, in No. 
20256, Transcontinental Oil Company vs. Santa Fe et al., the 
Commission, by division 2, has found unreasonable the rates on 
petroleum products, carloads, from Bristow, Boynton, Eram, 
Drumright and Delaware, Okla., to Wayne and Concord, Neb., 
prescribed new ones and denied reparation. The order requires 
the carriers to establish the prescribed rates not later than 
November 20. A rate of 40 cents was prescribed to replace 
rates of 44.5 and 47.5 cents, respectively, to Wayne and Con- 
cord. The points of origin are in group 3 of the midcontinent 
field. The complainant contended the applicable rates were 
unreasonable to the extent they exceeded 36 cents. 

The destination points are in northeastern Nebraska. Mr. 
McManamy said that although that part of Nebraska was em- 
braced in the Midcontinent case, no specific rates were *pre- 
scribed to points in that section. In the second supplemental 
report in the Midcontinent case, the report said, the defendants 
were told to adjust rates to other destinations, “including desti- 
nations in northern Nebraska, in proper relation thereto hav- 
ing due regard for differences in distances.” 

Further the commissioner said that although the instant 
case was not consolidated with the Midcontinent case, it brought 
in issue rates to points within the territorial scope of that case. 
He said the rate prescribed, 40 cents, in substance, was a part 
of the general readjustment prescribed in that case. Further- 
more he said that in No. 18101, White Eagle Oil & Refining Com- 
pany vs. Santa Fe (elsewhere in this issue) the Commission 
had denied reparation on shipments to South Dakota, thereby 
gene the ground upon which reparation was denied in 
this case. 


DRY QUEBRACHO EXTRACT 


An order of dismissal has been made in No. 20260, William 
Flaccus Oak Leather Company vs. New York, New Haven & 
Hartford et al., the Commission, by division 3, finding not un- 
reasonable the rate on dry quebracho extract, carloads, from 
Boston, Mass., to Buckhannon, W. Va. 


® GRAIN CASE DISMISSED 

The Commission, by division 3, has dismissed No. 19212, 
Oklahoma Wheat Growers’ Association et al. vs. Abilene & 
Southern et al., finding the rates on grain and grain products 
from points in Oklahoma to destinations in Texas not unrea- 
sonable. The report covers two sub-numbers, Same vs. Same 
and Homebuilders’ Shipping Association vs. Abilene & South- 
ern et al. The rates assailed were published in purported com- 
pliance with the Commission’s order in Oklahoma Corpora- 
tion Commission vs. A. & S., 69 I. C. C. 207, decided in June, 
1922. The complainants contended that the distances were not 
computed over the shortest possible routes. They contended 
that to the extent the rates assailed were in excess of those 
applicable over the shortest possible routes they were unrea- 
sonable. They asked for reparation. The Commission said 
the complainants’ interpretation of a finding in the original 
decision was not sustained by the facts because routes over 
the shortest possible distances would deprive originating and 
connecting carriers of the long haul to which they were entitled 
under the provisions of section 15(4). No such short-hauling, 
the Commission said, was intended, as shown by what it said 
about short-line distances over workable routes in Western 
Cement Rates, 52 I. C. C. 225. 


BATTERY SEALING WAX 


The Commission, by division 3, has dismissed No. 20178, 
Mitchell-Rand Manufacturing Co. vs. New York Central et al., 
finding applicable the rate charged on shipments of battery 
sealing wax, from Jersey City, N. J., to Cleveland, O. The com- 
plainant called its product a battery sealing pitch and con- 
tended for the rating on pitch, N. O. I. B. N., and a commodity 
rate of 31 cents, minimum 40,000 pounds. Fifth class rates were 
imposed as on sealing wax before the item battery sealing wax 
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was put into the tariffs. There was no natural wax in the 
compound. The Commission’s report said the evidence of the 
defendants was to the effect that in actual practice the term 
wax had been broadened to include compounds in which there 
was no natural wax. 


ROAD MATERIAL DEMURRAGE 


The Commission, by division 3, has dismissed No. 19818, 
Ebersbach Construction Company vs. L. & N., finding that de- 
murrage charges collected on interstate carload shipments of 
road materials at Grays, Ky., were generally applicable. It 
directed the refund of admitted overcharges. 


POTATO REPARATION 

The Commission, by division 3, in No. 19445, Mid-West Fruit 
Co. vs. Gulf, Colorado & Santa Fe et al., has found unreasonable 
the charges on potatoes from Skiatook, Okla., to San Antonio and 
Beaumont, Tex., in 1925, to the extent they exceeded those which 
would have accrued at a rate of 72 cents and awarded repara- 
tion. It found not unreasonable the rates to Austin, Lampasas, 
Cameron and Taylor, which were also assailed in this complaint. 


LUMBER INCREASES FORBIDDEN 


Increases in rates on lumber, proposed in schedules sus- 
pended in [. and S. No. 3105, lumber from Florida points to east- 
ern territory, have been found not justified. The Commission, 
by division 3, has ordered the suspended schedules canceled 
and has discontinued the proceeding. 

The higher rates were proposed, from present zone 1, in 
the Florida peninsula, to avoid fourth section departures. They 
were to be avoided by transferring stations in zone 1 to the 
higher rated’ zone 2. The fourth section departures came about 
when the so-called Perry cut-off caused lumber from stations 
on the Atlantic Coast Line to be hauled through the higher 
rated zone 2. 

Respondents contended that it would be proper, according 
to the report, to change the grouping as proposed because the 
change would affect the smaller number of points making ship- 
ments of lumber. The report pointed out that in zone 1 terri- 
tory from which changes were proposed there were but four 
sawmills with a total daily capacity of approximately 46,000 
feet of lumber, while from stations on the Perry cut-off in zone 
2, there were two mills with a total capacity of 265,000 feet. 

The Commission said that it was ready at all times to aid 
carriers to remove fourth section departures wherever possible. 
Here, however, it said, it was proposed to increase rates to 
correct departures resulting from increases in rates from inter- 
mediate points which were not justified at the time of their 
establishment. 

“But for those increased rates,’ said the report, “the ex- 
isting departures in the rates from the intermediate points would 
not have been created.” : 


OPERATION BY C. K. & 8S. IN OREGON 


A certificate authorizing the Condon Kinzua & Southern 
Railroad Co. to operate in interstate and foreign commerce a 
line of railroad in Gilliam and Wheeler counties, Ore., extending 
from Condon to Kinzua, approximately 24 miles, has been issued 
by the Commission, division 4, in Finance No. 6996, operation 
of line by Condon Kinzua & Southern, and Finance No. 7087, 
Securities of Condon Kinzua & Southern. Request for permis- 
sion to retain excess earnings under section 15a of the act was 
dismissed. 

Authority was granted for the issuance of $203,600 of capital 
stock, consisting of 2,036 shares of the par value of $100 each, 
the stock to be delivered at par to the Kinzua Pine Mills Co. in 
part payment for the railroad and equipment acquired. 

The application in No. 7087 was dismissed in so far as it 
requested authority to assume obligation and liability of an open 
account indebtedness of the Kinzua Lumber Co. and approval of 
issuance of a promissory note for $125,000 to the Kinzua Lumber 
Co. 

The line to be operated by the Condon Kinzua & Southern 
was constructed in 1927 and 1928 by the Kinzua Pine Mills Co., 
and financed by the Kinzua Lumber Co., according to the report. 
At Condon it connects with the end of a branch line of the 
Oregon-Washington Railroad & Navigation Co. 

To pay part of $400,000, stated as the cost of construction 
and of certain equipment, the applicant issued to the Kinzua 
Lumber Co. on May 21, 1928, a 6 per cent promissory note for 
$125,000, and proposed to pay the remainder by issuing $203,600 
of capital stock to the Kinzua Pine Mills Co., paying the mills 
company, $19.08 in cash, and agreeing to pay in installments a 
deferred balance of $71,380.92 due the Oregon-Washington by 
the lumber company for rails purchased and used in the con- 
struction of the line. 

As to the debt to the Oregon-Washington, the Commission 
said that inasmuch as it was carried as an open account by the 
lumber company and that it would be carried by the applicant 
in open account, authority for applicant’s assumption of the 
obligation and liability thereof was not required. 
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As to the note for $125,000, dated May 21, 1928, the Com- 
mission pointed out that section 20a of the act provided that 
it should: be unlawful for any carrier to issue any securities 
unless authorized by the Commission. It said, therefore, that 
the note, issued without the approval of the Commission, was 
void and that there was no means provided for validating it. 
It said the note was not an obligation of the applicant and 
might not be carried on its books as such. The application as 
to the debt to the Oregon-Washington and the note, therefore, 
was dismissed. In conclusion, the Commission, in part, said: 


It is apparent that there are no railroad facilities available for 
the development of the territory proposed to be served. The primary 
purpose of the line is to develop the timber resources. However, the 
applicant’s estimates of traffic and revenue are probably too high. 
This conclusion seems to be fortified by the fact that the O. W. R. R. 
&.N. apparently did not care to extend its branch but preferred to 
sell rails to the lumber company for the construction of the line. 
Such construction by the industries mentioned and the subsequent 
incorporation of the applicant and the filing of these applications is 
a procedure upon which we can not look with favor. It would have 
been more in harmony with the intent of the act to have created 
the applicant and to have had it file appropriate applications with 
us with a view to obtaining the requisite authority before com- 
mencement of construction. The situation here is similar to that 
involved in Operation by Big Creek & Telocaset R. R., 138 I. C. C. 
751. In that case the certificate was conditioned upon the tender by 
the applicant therein to the O. W. R. R. & N. of an option to acquire 
control of it. 

We find that the present and future public convenience and ne- 
cessity require the operation in interstate and foreign commerce of 
the line of railroad described in the application, but our certificate 
will be conditioned upon the tender by the applicant to the O. W. R. R. 
& N. of a 10-year option to acquire control of the applicant upon 
fair and reasonable terms, subject to approval by us. 


BOND SALE ORDER MODIFIED 


The Commission, by division 4, in a supplemental report 
in finance No. 7020, bonds of Toledo Terminal Railroad, has 
modified the order entered in the original report in this case, 
145 I. C. C. 308, so as to permit the sale of $259,000 of first 
mortgage 4.5 per cent gold bonds to the highest bidder at not 
less than 95 per cent of par and accrued interest. 

In the original report and order the Commission authorized 
the sale of the bonds at public sale to the highest bidder at not 
less than the price stated. In this report the Commission said 
it appeared the applicant desired to offer the bonds for sale 
through competitive bidding, but not at public sale. Therefore 
the Commission modified its order so as to eliminate the lan- 
guage about a public sale. 


COMPETITIVE BIDDING CHECKS 


The Commission, by division 4, in finance No. 7039, Chicago, 
St. Paul; Minneapolis & Omaha equipment trust certificates, 
series F, has made what look like steps or checks, to prevent 
the breaking down of its plan to force competitive bidding, by 
banking houses, for issues of railroad equipment securities. It 
has granted permission to the carrier mentioned to assume obli- 
gation and liability in respect of $540,000 of equipment trust of 
1917 certificates, to be issued by the Farmers’ Loan & Trust Co., 
upon condition that the certificates be offered for sale at com- 
petitive bidding and sold to the highest bidder. 

No objection to the grant of authority, the Commission said, 
was presented to it. Therefore division 4 passed upon it as an 
ew Ty finance application. (See Traffic World, September 

» D. ) ’ 

After doing that the Commission put out a report on the 
application which shows, it is believed, how it intends to sur- 
round its competitive plan so it will not break down. In its 
order in respect of these certificates it directed that they be 
put up for bidding and sold to the highest bidder. The Com- 
mission further ordered that within 10 days after the date fixed 
for the receipt of bids for the certificates that there be filed 
with it a copy of the letter requesting that bids be submitted, 
together with a list showing the names of those to whom the 
letter was addressed, and a list showing the names of those 
submitting bids and their respective offers. * The order also 
directs that within 10 days of the execution of the lease for the 
equipment, a certified copy of the lease, as executed, be filed 
with the Commission. 

The order is unusual in the precautions it takes for assuring 
compliance with the plan looking to the sale of the certificates 
to the highest bidder who or which has submitted its bid at the 
time and place specified for the submission of bids. 


The report says the applicant invited bids for the certificates 
from 40 banks and banking houses and that it received but one 
bid, 98.815 per cent of par and accrued interest. As the average 
annual cost to the applicant on that basis would be about 5.0075 
per cent, the bid was rejected. Later the certificates were 
offered to Kuhn, Loeb & Co., who, according to the report, have 
agreed to purchase them at 99.42 per cent of par and accrued 
interest. On that basis, said the report, the average annual cost 
to the applicant would be approximately 4.875 per cent. 

The Commission introduced the subject, in the report, of 
the value of the competitive bidding system, by saying that its 
views were set forth in its report in Western Maryland Equip- 
ment Trust, 111 I. C. C. 434, decided June 23, 1926. It said that 
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since the date of that report, except in a few cases where it 
felt that the facts justified other disposition, it had required 
that carriers requesting authority to assume obligation and 
liability in respect of equipment obligations offer them for sale 
at competitive bidding. Of interest in that connection, it said, 
was a subjoined table covering the sales of equipment obliga- 
tions in amounts of $100,000 and more, to bankers, and resales 
by them to the public, in cases where complete sales informa- 
tion was available. The table follows: 


SALES OF EQUIPMENT OBLIGATIONS 
—Weighted Average— 


Spread in Price to Cost Yield Per 

Principal Bankers and Pub- Per Cent Cent to 

Year Amount Sold lic Per $100 to Carriers Public 
TEE avcecace $ 2,400,000 1.91 7.13 6.81 

19,621,000 2.295 6.81 6.465 
Be Bese ene 86,390,000 2.33 5.74 5.31 
ers 255,168,000 2.33 5.72 5.34 

MEE. a0 sea00 198,333,000 1.86 5.26 4.945 
 cce0nkee 100,216,000 1.80 5.14 4.85 
are 92,313,000 *1.47 4.95 4.71 
a 60,097,000 0.66 4.59 4.49 

rer 28,185,000 0.612 4.305 4.203 





+Seven months. 
tSix months. 
*Competitive bidding inaugurated July 1, 1926. 


Discussing the prices received for equipment certificates the 
Commission said that in the early part of the year obligations 
of that sort sold in some instances on such bases that the cost 
to the carriers was as low as 4.23 per cent. It added that cer- 
tain developments in the financial situation in the last few 
months had narrowed the investment market, with a resulting 
increase in rates on long-term securities, including equipment 
obligations. Continuing the report said: 


We feel, however, that this condition does not warrant a change in 
our policy with respect to the disposition of equipment obligations. 
Moreover, we are of the opinion that we should do nothing that would 
tend to discredit the method of disposing of equipment obligations 
that has been employed with success for the last two years or that 
would result in the withdrawal of the support of the investment houses 
that have participated in the sale of such securities. We can hardly 
expect bankers to continue to submit tenders for equipment obligation 
on invitation from carriers if the carriers may reject all bids and after 
thus testing the investment market place the obligations privately. 
We are of the opinion that if the offers received for the equipment 
obligations are not satisfactory the carriers should again call for tend- 
ers and accept the most favorable bid or should reject all bids and 
resort to temporary financing until there is such an improvement in 
the investment market as will enable a sale to be made on satisfactory 
terms. In accordance with these views, authority to assume obliga- 
tion and liability in respect of the certificates under consideration 
will be granted upon condition that the certificates again be offered 
for sale at competitive bidding and sold to the highest bidder. 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. 6901 (1) authorizing the 
Atlantic & Northwestern Railroad to construct a line of railroad in 
Charleston and Berkeley counties, S. C.; and (2) granting request for 
permission to retain excess earnings, approved. 

Report and certificate in F. D. No. 7098, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the prop- 
erties of the Salina Telephone Co., approved. 

Report and certificate in F. D. 7091, authorizing the acquisition 
by the Michigan Bell Telephone Co. of certain properties of the Milford 
Home Telephone Co., approved. 

Report and certificate in F. D. 7068, authorizing the Oregon Elec- 
tric Railway Co. to abandon a branch line of railroad in Marion 
county, Ore. (extending from West Woodburn easterly to Woodburn, 
2.3 miles), approved. 

Supplemental report in F. D. No. 5009, revoking that portion of 
certificate of public convenience and necessity issued on May 4, 1926, 
authorizing the construction by the Chicago, Rock Island & Pacific 
Railway Co. of a line of railroad between Stinnett, Tex., and the 
Texas-Oklahoma state line, approved. 

Report and certificate in F. D. No. 7050, (1) authorizing the Chi- 
cago, Rock Island & Gulf Railway Co. to acquire and construct a 
line of railroad in Potter, Carson, Hutchinson, and Hansford counties, 
Tex., and (2) denying request for permission to retain excess earnings, 
approved. 

Report and order in F. D. No. 7093, authorizing the Seaboard Air 
Line Railway Co. to issue (1) refunding-mortgage gold bonds in an 
aggregate amount which, when taken at their fair market value at 
the time of pledge, will not exceed $1,096,465.53; to be pledged under 
applicanit’s first and consolidated mortgage; and (2) not exceeding 
$1,173,800 of first and consolidated mortgage gold bonds, series A, to 
be pledged and repledged from time to time as collateral security for 
short-term notes, terms and conditions prescribed, approved. 


FINANCE APPLICATIONS 


Finance No. 7145. Great Northern Railway Co. asks authority to 
acquire, and to continue operation of, the lines of railway of certain 
of its subsidiary companies. It says it proposes to acquire on December 
31, 1928, all the properties of the following named companies now 
occupied and used for railway purposes: uluth Terminal Railway 
Co., Great Falls & Teton County Railway Co., Great Northern Term- 
inal Railway Co., Minneapolis Belt Line Co., Minneapolis Western 
Railway Co., Montana Eastern Railway Co., and Watertown & Sioux 
Falls Railway Co. All the capital stock of each of the companies 
named is owned by applicant, subject in the case of the stock of 
the Minneapolis Western to the pledge of such stock under two of 
applicant’s mortgages. Applicant says economies will be effected by 
the elimination of necessity for accounting and other activities each 
of the companies named now must perform. 

Finance No. 7146. Southern Pacific Co. asks authority to operate 
under trackage rights over the Los Angeles & Salt Lake between the 
easterly bank of the Los Angeles River, Los Angeles, Calif., and the 
Union Stock Yards and Central Manufacturing District, Vernon, 
Calif., for the reason that the line in question serves the Union 
Stock Yards and Central Manufacturing District of Vernon, to and 











from which points there is considerable traffic to points served ex- 
clusively by rails of Southern Pacific, and that applicant will be en- 
abled to give a one-line rail service and avoid a two-line haul as at 
resent. 

“§ Finance No. 7147. Erie Railroad Co. asks authority to assume 
obligation and liability in respect of not exceeding $5,340,000 par value 
of 4% per cent Erie railroad equipment trust certificates in connection 
with acquisition of equipment at an estimated cost of $6,739,586.90, 
including 35 steam locomotives, oil electric locomotive, 2 dining cars, 
aa box cars, and 100 furniture cars. Bids will be asked for the cer- 
tificates. 

Finance No. 7141. Joint petition of Amos Telephone Co. and Chesa- 
peake & Potomac Telephone Co. of West Virginia for approval of 
acquisition of properties of former in Monongalia and Marion coun- 
ties, West Virginia, by latter. 

Finance No. 7142. Reading Co. asks approval of operating con- 
tract with the Port Reading Railroad Co. Applicant owns entire 
capital stock of the Port Reading. In the past the applicant has 
operated the Port Reading for the latter’s account while under the 
proposed operating contract the applicant will operate the railroad 
as a part of its own system. The object sought by the proposed 
operating contract is to avoid unnecessary expense incurred in sep- 
arate accounting and billing. . 

Finance No. 7143. Buffalo Northwestern Railroad Co. asks au- 
thority to issue and deliver to the Atchison, Topeka & Santa Fe Rail- 
way Co., lessee, one general mortgage bond for $202,000 to refund a 
like amount of bonds of the Buffalo Northwestern. 


Finance No. 6720. Supplemental application of Texas & Pacific! 


Railway Co. for authority to acquire control of Texas-New Mexico 
Railway Co., by acquisition of $500,000, par value, of capital stock 
for $500,000 cash, in order to provide a part of the money necessary 
for the construction of the line of the Texas-New Mexico from 
Monahans, Tex., to a point on or near the southern boundary line 
of the state of New Mexico. 

Finance No. 7134. W. H. Bremner, receiver of Minneapolis & St. 
Louis, asks authority to issue $500,000 of receiver’s certificates in re- 
newal of an obligation for a like amount now outstanding. 

Finance No. 7135. Chicago & North Western Railway Co. asks 
authority to abandon its so-called Lindquist line, 15% miles long, in 
Oconto and Langlade counties, Wis. Authority is sought to abandon 
at once 6% miles of the line extending from Camp 19 spur and to 
abandon the remainder, between Bonita and Camp 19 spur after 
September 1, 1930. Exhaustion of timber in the region served is the 
reason given for desire to abandon the line. 

Finance No. 7136. Atlantic Coast Line Railroad Co. asks authority 
to acquire and operate the railroad and property, other than locomo- 
tives, and passenger and freight cars, extending from Deep Lake to 
Everglades, Fla., a distance of approximately 14 miles. Acquisition 
of the line will afford to the territory served by it transportation for 
the first time over lines of applicant’s system and will provide for 
applicant’s line, extending southwardly from Haines City, Fla., access 
to deep water at Everglades, Fla., the southern terminus of the 
line to be acquired. 

Finance No. 4696. Supplemental application of Lehigh Valley 
Railroad Co. and Reading Co. for supplemental order authorizing 
transfer to their use of the total of the reserve fund of the Ironton 
Railroad Co. established under provisions of paragraph 6 of section 
l5a of the act, as provided in paragraph 7 of said section. Applicants 
are owners of the entire capital stock of the Ironton, having pur- 
chased the same under authorization granted in Finance No. 3168. 
Acquisition by lease was authorized in Finance No. 4696. The reserve 
fund amounted to $75,975.59 in 1926. Applicants say it can not be 
used for purposes provided in paragraph 7 of section 15a by the Ironton 
and that unless some other disposition is made, such fund will be 
Agama and unavailable for any use during the existence of the 
ease. 

Finance No. 7137. Central Pacific Railway Co. asks authority 
to construct an extension from Walnut Grove to Isleton, in Sacramento 
— Calif., a distance of about 8 miles, to serve a rich agricultural 
territory. 

Finance No. 7138. The Kansas City, Merriam & Shawnee Rail- 
road Co. asks authority to operate its line of electric railroad from 
Rosehill, Kan., to Kansas City, Mo., and to construct and operate 
an extension thereof at Merriam, Kan., connecting with the isco. 
Applicant proposes to engage in interstate commerce. 

Finance No. 7139. Detroit & Mackinac Railway Co. asks authority 
to abandon a portion of its Hillman branch between Emerson and Hill- 
man, Mich., with main track of 12.93 miles and side track of 1.43 miles. 





: AUTOMATIC TRAIN CONTROL 


In two reports in No. 13413, in the matter of automatic 
train control devices, the Commission, by division 6, has found 
installations of automatic train-stop devices to meet the re- 
quirements of its specifications and order, with exceptions, and 
has prescribed requirements in respect of apparatus with which 
the carriers are expected promptly to comply, in the following 
sub-numbers: 


Sub. No. 43. Installations on the Hartford division of the New 
York, New Haven & Hartford. Total cost of the installations as re- 
ported by the carrier, $410,773.96. 

Sub. No. 27-2. Installations on parts of the New Jersey, Lehigh, 
Wyoming and Seneca divisions of the Lehigh Valley. Total cost of 
the installations as reported by the carrier, $464,396.20. 


CHICAGO JUNCTION CASE 


Attorneys for the New York Central and the Chicago River 
and Indiana in Finance No. 1165, application of the New York 
Central to acquire and operate the Chicago Junction and the 
Chicago River and Indiana, have filed a motion to dismiss the 
petition of Harris Brothers Company to reopen this case. Their 
broad ground is that in the six years since the issuance of the 
certificate of public convenience and necessity, interests have 
become vested and that the order which Harris Brothers Com- 
pany asked to have rescinded is not a continued order in the 
process of execution. 

“This is not a case where an administrative tribunal is 
asked to vacate an order that is still in an executory stage, as 
to which there is broad jurisdiction on the part of the ad- 
ministrative tribunal itself, to deal with the subject matter of 
its original order,” says the motion to dismiss. “Rather in 
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this case, the order of the Commission is of a permissive char. 
acter which authorized the doing of certain prescribed acts at 
one time. The purchase of the stock of the Chicago River and 
Indiana Railroad Company was authorized, as was also the 
lease of the Chicago Junction Railway Company. The acts so 
authorized are not of a continuing nature but such as are wholly 
accomplished at one time. The spirit and letter of the law 
give an assurance of stability to such acts consummated pur- 
suant to an order of the Commission. On the faith of the 
order, purchase money changed hands, title was transferred, a 
binding lease executed, large sums of money have been paid 
in rent, and property rights have become vested.” 

The motion refers to the six years intervening between the 
decision and the filing of the motion to reopen as an unex- 
plained laches. 


PIEDMONT & NORTHERN CASE 


Arguments were made at Asheville, N. C., on October 2 and 
3 in Piedmont & Northern vs.. United States, Interstate Com- 
merce Commission, and Southern Railway et al., intervening 
defendants, on the suit brought by the Piedmont to get rid of 
the decision of the Commission to the effect that it had juris- 
diction over that electric road and that public convenience and 
necessity did not require the construction of extensions as de- 
sired by the Piedmont. The court was composed of Circuit 
Judge Waddill and District Judges Northcutt and Soper. 

_W. S. O’B. Robinson, H. J. Haynesworth and Former Gover- 
nor Morrison of North Carolina appeared for the Piedmont & 
Northern; John E. Benton for the National Association of Rail- 
road and Utility Commissioners; Blackburn B. Esterline for the 
United States; D. W. Knowlton for the Commission; and Sidney 
S. Alderman, division counsel for the Southern at Greensboro, 
N. C., for the railroads in opposition to the construction of 
extensions by the Piedmont. 

Much of the argument turned around the question whether 
the Piedmont was or was not such an interurban electric road 
as was exempted from control by the federal commission. That 
question the federal body decided in favor of its jurisdiction on 
account of the functional character of the Piedmont. The 
opposing steam railroads agreed with the Commission on both 
the question of jurisdiction and of convenience and necessity. 
Mr. Benton was in court to safeguard the interests of the state 
commissions, because, if the Piedmont is an electric interurban 
such as are exempted from the jurisdiction of the federal body, 
then it and others of its sort are definitely under the control 
of state commissions, particularly that of North Carolina in 
which state the plans of the Piedmont, now held up by the 
adverse decision of the federal body, call for much new con- 
struction. 


DANGEROUS ARTICLES’ RULES 


The Commission, by division 6, in No. 3666, regulations for 
the transportation of explosives and other dangerous articles 
by freight and express, has published amendments or additions 
to such rules and regulations, effective December 15, except as 
noted. Among other things the new publication contains regu- 
lations for the packing of dynamite; for the shipment of com- 
pressed gases in metal cylinders, including a table of filling 
densities for liquefied petroleum gases which meet the require- 
ments set forth in the paragraph relating to them, pyroxylin 
plastics, alcohol in glass bottles, together with shipping con- 
tainer specifications and specifications for lagged metal tanks to 
be mounted on or to form part of a car. 


M. K. T. WITHDRAWS APPLICATION 


The Missouri, Kansas, Texas, October 5, withdrew its ap- 
plication in finance No. 6817 for authority to acquire control 
of the St. Louis Southwestern and/or the Kansas City Southern, 
and asked the Commission to dismiss the application. The 
applicant referred to the Clayton act proceedings instituted 
by the Commission against it and the Kansas City Southern, 
questioning the legality of ownership by the Kansas City 
Southern of M. K. T. stock and of Cotton Belt Stock, the 
removal of L. F. Loree as director of the M. K. T., and also 
that market prices of the stocks of the companies involved in 
the plan in finance No. 6817 had changed. ‘Taking into consid- 
eration these things, the applicant concluded that the approval 
of the application by the Commission was not reasonable to 
be anticipated. 


WHEELING STOCK CONTROL 


The Commission will hear argument December 5 in No. 
21012, Interstate Commerce Commission vs. Baltimore & Ohio, 
and the two sub numbers thereunder, Same vs. New York Cen- 
tral and Same vs. New York, Chicago & St. Louis. These are 
the Clayton act complaints of the Commission against the car- 
riers named filed in connection with the carriers’ acquisition 
of stock of the Wheeling & Lake Erie in alleged violation of 
the act. 








Octok 











nd 
ng 


is- 
nd 
le- 
‘it 








October 6, 1928 





CENTRAL TERRITORY SCRAP IRON 


Attorney-Examiner William A. Disque, in No. 20583, Con- 
tinental Steel Corporation vs. Akron, Canton & Youngstown et 
al., has recommended that the Commission find unreasonable and 
unduly prejudicial the rates on scrap iron and steel, from points 
in central and western trunk line territories to Kokomo, Ind., 
to the extent they exceed or may exceed 85 per cent of sixth 
class. 

The complaint alleged the rates were unreasonable and 
unduly prejudicial in comparison with the rates to Chicago, 
Ill, St. Louis, Mo., and several other points in Illinois. The 
complaint covered rates from points in western trunk line, 
southwestern, and central territories to Kokomo. The allegation 
as to the rates from the southwest were withdrawn at the hear- 
ing, because, Disque said, rates from that territory, published 
July 14 in compliance with the Commission’s orders in the 
Consolidated Southwestern Cases, were differentially over 
St. Louis. The examiner said the complainant saw no good 
reason why rates from western trunk line territory should not 
be made in somewhat the same manner and with relation 
thereto. They are now on the basis of Mississippi River or 
Chicago combinations. 

Rates from points in central territory, in many instances, if 
not generally equal or approximating sixth class, the examiner 
said, were in effect. The complainant contended that the rates 
should be on a much lower level, made perhaps with a per- 
centage relation to sixth class rates. The examiner said the 
complainant had competitors at points in Illinois and particu- 
larly in the Chicago district and therefore sought relatively the 
same basis of rates they had. A table submitted by the com- 
plainant showed rates to Illinois points from central territory 
origins 15 or 20 per cent lower than to Kokomo. 

Disque said the central territory lines offered no evidence. 
They urged that complainant’s rate comparisons .were not 
adequately supported by other data; that there was no indication 
that the traffic did not move freely; that the rates were not 
shown to result in detriment to the complainant; and that the 
complainant had expanded its plant in the expectation of doing 
still more business than in the past ji 

In disposing of the case Disque said the record established 
that the rates assailed from points in central territory, including 
the Illinois rate district, and the factors east of Chicago and 
the Mississippi river in the rates from western trunk line terri- 
tory, were and would be unreasonable to the extent they 
exceeded or might exceed 85 per cent of the contemporaneous 
sixth class rates. 


SCRAP IRON AND STEEL 


In a report in No. 19995, Newport News Shipbuilding and 
Dry Dock Co. vs. Baltimore & Ohio et al., and No. 20388, United 
Iron and Metal Co. et al. vs. Baltimore & Ohio et al., Examiner 
T. Leo Haden has recommended condemnation, as unreasonable, 
of the rates on scrap iron and steel, from Newport News, Va., to 
specified destinations in Maryland, Delaware, New Jersey and 
eastern Pennsylvania and from Newport News, Norfolk, Ports- 
mouth and Richmond, Va., to Baltimore, Md. 

The title complaint alleged the rates were unreasonable 
and unduly prejudicial to the extent they exceeded those from 
Norfolk. In the United Iron and Metal complaint it was alleged 
that the rates from Virginia cities to Baltimore were unreason- 
able. 

Haden said the rates from the Virginia cities should be 
found unreasonable to the extent they exceed or may exceed 
the following: 306 cents per long ton to Baltimore and Spar- 
row’s Point, Md.; 331 cents to New Castle and Claymont, Del.; 
Chester, Coatesville, Philadelphia, York and Modena, Pa.; 356 
cents to Roebling, N. J., and Columbia, Conshohocken, Pencoyd, 
Harrisburg, Steelton, Birdsboro, Phoenixville, Lebanon and 
Reading, Pa.; 381 cents to Bethlehem, Pa.; and 406 cents to 
Burnham and Williamsport, Pa. 

In the United Iron and Metal complaint, he said, the Com- 
mission should find that the rates were, are and for the future 
would be unreasonable to the extent they exceeded, exceed or 
might exceed 306 cents and award reparation, as well as prescribe 
the lower rate for the future. 


COAL DIVISION RECOMMENDED 


In No. 18478, Strouds Creek & Muddlety R. R. Co. vs. Balti- 
more & Ohio et al., on further hearing, Examiner E. P. Hurley 
has recommended that the Commission find unjust, unreason- 
able and inequitable the divisions received by the complainant 
out of joint rates on coal from mines on its line to interstate 
destinations on the lines of the defendants. He recommended 
a division of 25 cents per net ton for the future. The com- 
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plainant asked for retroactive adjustment of the divisions to 
Sept. 10, 1925. Hurley said that the power of the Commission 
to order retroactive adjustment of divisions was limited to 
divisions out of joint rates established pursuant to a finding or 
order made by it under section 15 (1) or (3) of the interstate 
commerce act. 

Complainant contended for the benefit of the decision in 
Tioga Coal Co. vs. B. & O., 101 I. C. C. 611, in which the Com- 
mission found the complainant to be a common carrier and 
that the rates from mines on its line were unduly prejudicial 
to the extent they exceeded the rates from Allingdale, W. Va., 
the junction point of the complainant’s line with the B. & O. 
The undue prejudice was ordered removed, but Hurley said 
no divisions were ordered. The B. & O., in conferences 
after that decision, .offered a division not exceeding 18 cents. 
The complainant rejected that and filed this complaint. In this 
report Hurley pointed out that the order in the Tioga Coal case 
was issued under section 3. 

This is the second proposed report in this case. 
first report the examiner recommended a division of 32 cents. 
On the application of the complainant, Hurley said, the case 
was set for further hearing, because of possible deficiencies in 
the record in the light of the decision of the Supreme Court in 
Brimstone R. & C. Co. vs. United States, decided February 10 last. 

Prior to 1925 the complainant’s local rate to the junction 
point was 25 cents. Then, to enable mines on its railroad to 
meet competition with mines on the trunk line, according to 
Hurley’s report, it reduced its rate to 18 cents, the division now 
paid by the B. & O. 


CRUSHED STONE RATES 


Examiner W. J. Harris, in No. 20070, Consumers Material 
Corporation vs. Santa Fe et al., has recommended that the 
Commission find interstate rates on crushed stone, from Bir- 
mingham, McDowell, Pixleys, Hueyette, Melville and Leeds, Mo., 
Rosedale, Kans., and on gravel from Holliday, Kans., to destina- 
tions in Kansas and Missouri not unreasonable in the past. He 
said that as no damage had been shown to have resulted from 
any undue prejudice that might have existed, reparation should 
be denied. 

As to the future, Harris said the Commission should find 
the rates on crushed stone, from Melville, Mo., to points in 
Kansas, and from Rosedale, Kans., to destinations in Missouri 
unreasonable to the extent they exceed or may exceed rates 
based upon a distance scale the same as that now in effect 
intrastate in Missouri, known as the Missouri intrastate scale, 
for single-line hauls, plus an arbitrary of 20 cents per ton for 
hauls over two or more lines not parts of the same system. 
Distances are to be calculated from Kansas City and the joint- 
line arbitrary is to be added when shipments move out of 
Kansas City over lines other than those of the originating 
carrier. 


HAY CASE DISMISSAL 
Examiner John J. Crowley has recommended the dismissal 
of No. 20744, C. F. Arnold & Co. vs. Missouri Pacific et al. on 
a finding that the charges collected on a carload of hay from 
Uniontown, Kans., to Tampa, Fla., reconsigned en route at 
Memphis, Tenn., and Ocala, Fla., in 1926, were not unjust or 
unreasonable. 


SPELTER RATES NOT UNLAWFUL 


Examiner C. W. Griffin has recommended the dismissal of 
No. 19644, Federated Metals Corporation vs. Pennsylvania et al. 
on a finding that the rates on spelter, carloads, from Trenton, 
N. J., to points in Pennsylvania, Ohio, Indiana, Illinois, Michigan, 
Missouri, Wisconsin, the Virginias, Kentucky and Tennessee are 
not unreasonable or otherwise unlawful. The rates were alleged 
to be in violation of the first three sections of the interstate 
commerce law, the preference alleged being for shippers of 
the. same or similar commodities at Phillipsburg and Burlington, 
N. J., Palmerton, Bristol and Philadelphia, Pa. Denial of fourth 
section relief was recommended. 


GRAPEFRUIT RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. A. Hill in No. 20773, 
A. L. Shafton & Co. vs. Atlantic Coast Line et al., as to the rate 
charged on a carload of grapefruit shipped from Lake Hamilton, 
Fla., to Stevens Point, Wis., in 1925. The examiner said the 
rate should be found unreasonable to the extent it exceeded 
$1.245, the rate to Marshfield, Wis., a more distant point. The 
examiner said the carriers had not rebutted the presumption of 
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unreasonableness raised by the fact that a higher rate was 
charged to an intermediate than to a more distant point. 


PROPOSED SALT SCALE 


In No. 20410, State of Idaho ex rel. Public Utilities Com- 
mission of Idaho vs. Oregon Short Line et al., Examiner W. R. 
Brennan has recommended the making of rates on salt, based 
on a scale, from Kosmo, Burmester and Saltair Junction, Utah, 
to points in Idaho on the Oregon Short Line. He said the 
Commission should find the present rates unreasonable but not 
otherwise unlawful to the extent they might exceed the figures 
shown in his scale, with a minimum of 45,000 pounds. The scale 
begins with 18 cents for 100 miles. It is divided into 20-mile 
blocks. For the first block beyond the initial 100 miles the 
rate is 20 cents. For each 20-mile block beyond 120 miles one 
cent is added up to and including 240 miles with a rate of 
28 cents. Then it jumps to 30 cents. Beyond that it progresses 
in one cent additions for each block up to 36 cents at 360 miles. 
Then it jumps two cents, followed by one cent addition for each 
block to 44 cents at 480 miles. Then it jumps two cents to 46 
cents for 500 miles and runs out at 600 miles, by one cent 
additions, with a rate of 52 cents. 


GLASSHOUSE POTS 


Examiner Jesse C. Harraman has recommended the dis- 
missal of No. 20538, Buckeye Clay Pot Co. et al. vs. Akron & 
Barberton Belt et al., on a finding that the rates on broken 
glasshouse pots, broken tank blocks, and other similar materials, 
shipped from points in Ohio, Indiana and Pennsylvania where 
the pots and blocks are manufactured, to Toledo and Steuben- 
ville, O., Muncie, Ind. and Pittsburgh, Pa., are not unreasonable. 
The broken articles are sent back to the places-of manufacture 
of such articles for use in the making of new articles. The 
complainants contended the rates, the same as on brick, should 
not have exceeded or exceed the rates on common brick, which 
are but 80 per cent of the rates on brick. 


LINE. IN LANE COUNTY, ORE 


Examiner O. D. Weed, in a proposed report in Finance No. 
7048, operation of branch line by Oregon, Pacific & Eastern 
Railway Co., has recommended that the Commission find that 
public convenience and necessity are not shown to require the 
operation by the Oregon, Pacific & Eastern of a branch line of 
railroad in Lane county, Ore., owned by the Anderson & Middle- 
ton Lumber Co., extending from Bed Rock, a station on appli- 
cant’s line, 6,000 feet distant to the dam and millsite of the 
lumber company. 

The applicant, according to the report, is a subsidiary of 
the lumber company. The examiner said the only convenience 
and necessity shown to require the operation of the branch in 
question “is that of the Anderson & Middleton Lumber Company 
and its subsidiary, the applicant.” He said no person, corpora- 
tion or interest, other than the lumber company and the appli- 
cant, was mentioned as requiring the proposed operation or as 
likely to benefit thereby. 


SULPHUR LINE CONSTRUCTION 


In a proposed report in finance No. 6734, construction of 
line by (ane Belt R. R. Co,. and No. 6759, proposed construction 
of line by St. Louis, Brownsville & Mexico Ry. Co., Examiner 
Haskell C. Davis has recommended that the Commission au- 
thorize the Cane Belt, a Santa Fe line, to construct new mileage 
in Wharton and Fort Bend counties, Texas, and deny the appli- 
cation of the St. Louis, Brownsville & Mexico, a Missouri Pacific 
line, to extend its lines in Brazoria, Wharton, Fort Bend and 
Galveston counties. 

These applications represent the efforts made by the Santa 
Fe and Missouri Pacific systems to reach, with their own rails, 
the expected development of a large sulphur mine at Boling 
Dome, Tex., and now served only by a spur track of the South- 
ern Pacific. The Southern Pacific opposed the application of 
the Missouri Pacific but the Missouri Pacific, Davis said, did 
not oppose construction by the Santa Fe. The Southern Pa- 
cific, he said, opposed the Missouri Pacific and contended that 
the application of the Santa Fe should be denied in part. 

An important object of the line proposed by the Santa Fe, 
he said, was to serve as a cut-off on its route between points 
on the Cane Belt, its susidiary, and Galveston, chiefly in the 
movement of sulphur from Gulf Hill, a point near Matagorda. 

Examiner Davis stated the case in all its technicalities 
about the subsidiaries of the contending systems, which ex- 
tended to subsidiaries of subsidiaries and then wrote his report 
by using the names of the three systems. He said the common 
object of the lines proposed was to haul sulphur from the 
mine projected by the Texas Gulf Sulphur Company, now en- 
gaged in producing sulphur at Gulf Hill, Tex., by the hot water 
pumping process. Gulf Hill is served only by the Santa Fe. 
The Santa Fe construction will be about 35 miles long. That 
proposed by the Missouri Pacific was about 25 miles. 

Davis said that the value of the Santa Fe construction, as a 
cut-off between Galveston and Gulf Hill, probably alone would 
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justify its construction. He said the route of the proposed 
Santa Fe line was well chosen to serve the mineral resources 
of the region and to derive a large revenue therefrom, partly 
at the expense of the Southern Pacific. He said it would also 
be of advantage to agriculture. About 93 per cent of the sys. 
tem revenues expected by the Missouri Pacific from its pro. 
posed lines, at least in the early years of operation, were at- 
tributed directly to the movement of sulphur. He said the 
main object of the line from Brazoria to Boling Dome would 
be to haul a part of the sulphur from Boling Dome. Any other 
use, Davis said, would be of small importance and could not go 
far to justify the building of the line in addition to the con. 
struction of the Santa Fe line needed as a cut-off. He said no 
part of the territory to be served was more than seven miles 
from a railroad. No need for a third line to Boling Dome, Davis 
said, was shown. To build one would be mere wasteful. com- 
petition, especially as there was still a possibility that the sul- 
phur mine might prove disappointing. He said the Missouri 
Pacfiic did not desire to construct that part of the line desig. 
nated as a cut-off unless it was permitted to build to Boling 
Dome. 

The examiner said the certificate for construction by the 
Cane Belt should be conditioned upon its construction being 
begun on or before July 1, 1929, and completed on or before 
June 30, 1931. 


FURNITURE CASE PROCEDURE 


A procedural proposal made by the Commission, in I. and §. 
No. 3153, furniture from, to and between points in Southern, 
I. F. A. and Western Trunk Line territories, has evoked pointed 
objection from the Southern Furniture Manufacturers’ Associa- 
tion. In a protest and petition filed by it, J. C. Colquitt and 
J. T. Ryan, attorney and secretary of the association, call the 
plan providing for a conference between the Commission’s 
suspension board and the respondent railroads for a revising 
of the tariffs suspended in that case a thing without authority 
in law. They further assert that the proposed procedure would 
not advance justice, but would accomplish a legal wrong and 
would be in conflict with section 17 (1) as well as section 15 (7) 
of the interstate commerce act. 

The protesting association asks the Commission to rescind 
a supplemental notice, dated September 17 and sent to parties 
of record in i. and S. No. 3153, but not otherwise made public. 
They ask the Commission to proceed with a hearing as ordered 
in the original notice instituting I. and S. No. 3153, that such 
hearing be consolidated with the hearings in No. 18323, the 
general furniture investigation, and that in that way this case 
be made a part of No. 17000, part 5, Hoch-Smith furniture, 
“where,” as the petitioners and protestants contend, “it right- 
fully belongs.” . 

The protesting association has had its protest subscribed 
to or its objection supported by concurrent action on the part 
of the Indiana State Chamber of Commerce, the St. Paul Asso- 
ciation of Public and Business Affairs, Rockford Furniture Man- 
ufacturers’ Association, and Hamilton Manufacturing Company, 
of Two Rivers, Wis. 

By its order, dated August 20, the Commission created the 
suspension case the procedural proposal in which has caused 
this unusual sort of petitions and protests: It suspended sched- 
ules establishing new rates on furniture between points in 
Southern, Central Freight, including the Buffalo-Pittsburgh group 
and Western Trunk Line territories, bearing August 22 as the 
effective date. 

The suspended adjustment, according to the Commission’s 
notice of September 17 sent to parties of record in I. and S. 
No. 3153, purported to be in accordance with a compromise basis 
for revising the rates on furniture resulting from conferences 
of shippers, carriers and representatives of the Commission, held 
last April. 

A partial check of the tariffs, the announcement said, 
showed that they contained many erroneous rates, that is, rates 
that did not result from a proper observance of the terms of 
the so-called compromise basis. There was no time for getting 
the tariff errors corrected, according to the notice. Therefore, 
the Commission, to hold everything static, issued its suspension 
order. But, at the same time, it ordered that the proceeding 
be not set down for hearing, as is the usual procedure. Instead 
it instructed the board of suspension to handle the matter with 
the carriers “with the object of giving them an opportunity to 
make such revision of the erroneous rates as may be necessary 
to make them conform with the rates actually intended by the 
carriers.” 

Further, the Commission directed that the schedules con- 
taining the revised rates be filed on full statutory notice. The 
notice to the parties of record, in part, said: 


If and when any schedules containing revised rates are filed, ship- 
pers who have objections thereto should file requests with the Com- 
mission for suspension, setting forth the grounds on which they believe 
such rates should not be permitted to become effective. 

When the carriers have made such revision of the tariffs as they 
consider proper, a new memorandum covering the whole situation will 
be presented by the board of suspension to the Commission for further 
consideration, at which time it will take such final action upon the 
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entire adjustment as it may deem proper. Such memorandum to 
the Commission will contain as complete as possible a statement 
of all the facts and arguments presented by all interested parties. 

In order to facilitate final disposition of the matter the carriers 
should, as soon as possible, carefully check over the suspended tar- 
iffs and make such revision thereof as may be necessary to correct 
errors and to meet any sound objections which have been made to 
any of the proposed rates. 


The Southern Furniture Manufacturers’ Association denies 
the existence of the foundation upon which the Commission has 
puilt its procedural proposal. 

“So far as the so-called ‘compromise adjustment’ referred 
to in the notice of September 17 is concerned, there was and is 
no such thing,” asserts the association’s protest and petition. 

A chronological review of the conferences held to make a 
compromise adjustment is set forth in the petition, winding up 
with the declaration that “the so-called adjustment having not 
been agreed to, no compromise ever existed or exists.” 

The petitioner alleges that there is no authority in law for 
the proposed procedure; that the law calls for suspension and 
hearing; that the law requires, and protestants are entitled to, 
a full hearing in connection with the tariffs now under suspen- 
sion and a decision relative thereto before new tariffs are filed; 
that there was no compromise adjustment consummated respect- 
ing the contemplated tariffs; that the proposed procedure would 
force an undue burden and hardship upon the protestants; that 
it would place the burden of proof upon the protestants, whereas 
the law specifically casts it upon the respondents; that it would 
establish bad precedent; that it would conflict with the Com- 
mission’s rule of practice and that it would not advance justice 
but would accomplish a legal wrong and be in conflict with the 
provisions of the statute hereinbefore set forth. 


L. C. L. PERISHABLE RULES 


The position of the carrier witnesses at the hearing in 
I. and S. 3155, rules for handling less-carload perishable ship- 
ments in individual cars, at Chicago, before Examiners John- 
ston and Crowley, October 3 and 4, was that the suspended tariff 
made no change in transportation charges or service, but was 
solely for the purpose of clarification. The point in issue is 
a proposed change in rule 630 in perishable tariff No. 3, ap- 
plicable in Western Classification territory. The rule provides 
for handling less-carload shipments of perishable traffic at an 
applicable minimum of 15,000 pounds ‘(except ‘meat peddler 
ears,’ for which see rule 625 of tariff, or as amended)”, icing 
to be furnished by the carriers. The exception in the rule, as 
suspended, reads: “(except fresh meat and/or packing-house 
products, for which see rule 625 of tariff, or as amended).” 

Under the shippers’ interpretation, the exception in the ex- 
isting rule applies to a “peddler car” and not to the commodities 
shipped in such a car, while the proposed rule applies to the 
commodities. The effect of allowing the rule, as changed, 
would be to withhold that service from application in connection 
with shipments of fresh meat and packing-house products, while 
leaving it open to other classes of perishable traffic. 

Testimony for the carriers was introduced by the following: 
G. H. Nelson, manager, Santa Fe refrigerator department; R. E. 
Bagent, assistant superintendent, refrigerator service, Frisco; 
G. A. Hoffelder, assistant general freight agent, C. B. & Q.; 
E. Rigg, assistant general freight agent, Rock Island; J. D. 
VanRensaller, superintendent, refrigerator service, Union Pa- 
cific; H. P. Norden, assistant general freight agent, Frisco; 
R. P. DeCamp, assistant general freight agent, Illinois Central; 
W. L. Ennis, superintendent of refrigerator service, C. M. St. 
P. & P., and H. A. Huber, superintendent, refrigerator service, 
Rock Island. 

They testified that the attempt to clarify the rule was occa- 
sioned by efforts of the packers, since the first of the year, to 
require the carriers to accept shipments of fresh meat and 
packing-house products under the rule. The rule had been in 
effect for about 15 years, it was said, but until recently no 
attempt had been made to place that interpretation on it. The 
peddler car rule was specifically provided to take care of less- 
carload shipments of fresh meat and packing-house products 
in individual cars, with two or more destinations, they pointed 
out. It was explained that, under the peddler car rule, which 
applied in connection with a minimum of 10,000 pounds, the 
shipper was required to furnish necessary ice and salt. The 
average cost of the initial icing was placed at between ten and 
twenty dollars, and the cost of re-icing at about ten dollars a 
car. The packers, according to the carrier witnesses, were 
attempting to get peddler car service without paying the icing 
charges, in the event the individual car could be loaded to 
15,000 pounds. 

G. F. Ford, of Swift & Co., said his company had made 
shipments of fresh meat and packing-house products from St. 
Paul, under rule 630, since 1919. He introduced exhibits de- 
tailing a large number of cars which he said had been so shipped 
this year, making comparisons between the earnings that would 
accrue under the rule, with those produced by other classes of 
traffic, and generally supported the reasonableness of the ship- 
Pers’ contention that the rule, as it stands, applies to cars “on 
which special arrangements have been made.” It was explained 
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that, in connection with the peddler cars, the shipper was re- 
quired to make advance arrangements providing for a route of 
movement and points of “breaking bulk.” 

“It is our view that, under the tariffs, as they are today, we 
have the option of three services,’ said B. E. Reed, Cudahy 
Packing Company. Those three services were: (1) the use 
of the peddler car; (2) use of line-haul scheduled refrigerator 
cars; and (3) shipments under rule 630. No special arrange- 
ments, such as those that were necessary in connection with 
the peddler cars, had to be made if a shipment was offered 
under the latter, he said. That, it was held, was of frequent ad- 
vantage to the shipper. Icing charges were not assessed on 
less-carload shipments of any other class of perishable traffic, 
he said. It was his opinion that there was no transportation 
reason for providing for different treatment of fresh meat and 
packing-house products than applied to other perishable traffic. 

Testimony in behalf of the protestants was also introduced 
by W. D. Weimer, of Swift & Co. 


HOCH-SMITH HAY HEARING 


The major portion of the testimony introduced at the Chi- 
cago hearing in Docket 17000, part 10, hay, which began before 
Examiners Worthington and Walsh, October 1, was presented by 
the Wisconsin commission. The hearing ended October 3. In 
the course of the three days, other testimony was introduced by 
the Iowa commission, the Chicago Board of Trade, and by R. P. 
De Kamp, assistant general freight agent, Illinois Central, who 
completed the carrier testimony with respect to Illinois. 

W. F. Ehmann, rate expert for the Wisconsin commission, 
testified that the average increase proposed by the carriers from 
Wisconsin points to Chicago was $1.74 a ton and to St. Louis, 
$3.26 a ton. The average increase to Wisconsin points from 
Omaha that would result from the carriers’ proposal amounted 
to $1.92 a ton and, from Rapid City, S. D., $5.50 a ton, according 
to his exhibits. With the exception of the Northern Pacific and 
the Great Northern, the carriers in Western Trunk Line terri- 
tory have proposed the Class C rates which they asked in the 
Western Trunk Line class rate case. According to Mr. Ehmann, 
as Wisconsin is a dairy state, it must ship in large quantities of 
hay suitable for dairy cattle and ship out most of the hay it pro- 
duces, which is not suitable for dairy cattle. He testified that 
the present rates on hay were, in many instances, higher than 
on other light loading commodities such as furniture, baskets, 
fresh meat and vegetables. In the course of testimony he pre- 
sented as evidence of the unsatisfactory state of the agricultural 
industry, he said the rural tax delinquencies in the state for 1919 
were $820,317, as against $2,695,929 for 1927. Shipments of hay 
out of Wisconsin in 1926 totaled 14,705 cars, he said, of which 
66.8 per cent went to W. T. L. destinations, 25.4 per cent to C. 
F. A., and 7.8 per cent to southern destinations. 


C. E. Schrieber, statistician of the Wisconsin commission, 
presented an analysis of costs, based on the study introduced in 
the grain part of Docket 17000 by Dr. M. O. Lorenz, head of the 
commission’s bureau of statistics. The terminal cost on hay for 
the western district, according to his figures, amounted to $1.615 
a ton and the line haul cost was .7179 cents a ton-mile. In terms 
of a rate scale, that amounted to 9.5 cents a hundred pounds for 
10 miles, 13.2 cents for 100 miles, and 21.2 cents at 300 miles. 
That basis, according to him, did not include anything for return 
on investment. However, he introduced scales worked out to 
reflect varying amounts of return. His scale intended to reflect 
a return of 5.75 per cent on investment, plus sufficient to take 
care of the deficit from passenger operations, showed a rate of 
13.3 cents at 10. miles, 18.4 cents at 100 miles, and 29.7 cents at 
300 miles. He also introduced testimony intended to show that 
operating costs in Wisconsin were more favorable than in the 
other territory served by the railroads which serve Wisconsin. 

A number of Wisconsin hay dealers were called by P. H. 
Porter, attorney for the Wisconsin commission, who is repre- 
senting all the state commissions of the western district in the 
proceeding. Their testimony was to the general effect that it 
would not be possible to get higher prices for hay at the ter- 
minal markets in the event of increases of the freight rates. 
Other commodities were substituted when the price went too 
high, it was said. That was particularly true in the case of 
packing hay, according to the testimony. Illustrative of the 
importance of the transportation cost, Frank Calliari, hay dealer 
at Green Bay, Wis., said prairie hay cost from three to five 
dollars a ton in South Dakota and that the freight rate to 
Chicago was 9 dollars a ton. In response to questions from 
Mr. Porter as to what would be the effect of increasing the 
rates from South Dakota to such a point as Janesville two and 
three dollars a ton, he said there would be no movement. 

The other Wisconsin witnesses were: P. E. McNall, agri- 
cultural economist of the University of Wisconsin; C. E. 
Klinner, Stetsonville, and George Wilcox, of Wauwatosa, hay 
dealers. 

C. A. Hanson, rate clerk of the Iowa commission, introduced 
exhibits setting out the present and proposed rates in Iowa. 
He called attention to the fact that the intrastate basis in Iowa 
was class D, as against the prevailing class C basis on inter- 
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state traffic. Only about 2 per cent of the hay produced in 
Iowa was shipped out of the state, it was said. He made no 
proposal as to the basis that should apply, but stated that his 
purpose was simply to show the existing situation, in contrast 
to that which was proposed. In response to cross-examination, 
he admitted he knew of no other state where the hay rates 
were as low as in Iowa. 

Mr. DeKamp presented exhibits setting out the present and 
proposed rates and earnings in the Illinois territory involved, 
for the purpose of “giving a picture, as presented for the other 
states.” He said it was not the carriers’ intention to increase 
the rates from Illinois to St. Louis and Cairo in the present 
proceeding. 

That fact, along with others, was made the basis of objec- 
tion to increases to Chicago by J. S. Brown and S. H. Benson, 
of the Chicago Board of Trade. Mr. Benson said he had no 
objection to the classification basis applying, if its application 
was uniform throughout the western district. He introduced 
exhibits showing the present and proposed rates to Chicago, as 
compared to such other points as St. Louis and Cairo. Among 
the illustrations set out in them, it was shown that the present 
rate from La Salle, Ill., to Chicago was 15 cents, for a distance 
of 99 miles, and the proposed rate was 21 cents. The rate from 
La Salle to St. Louis, for a distance of 225 miles, was shown 
as 21 cents, and to Cairo, a distance of 309 miles, 23% cents. 
The relationship of the rates to Milwaukee, as against those 
applicable to Chicago, was also complained of. 

A general picture of the Chicago hay business was pre- 
sented by Mr. Brown. The receipts there for 1927 amounted 
to 116,397 tons, he said, which was the smallest figure for any 
year since 1913. He contrasted the 1927 receipts with those 
of 1911, when 373,105 tons were received. The diminution was 
not wholly due to the freight rate adjustment, he said. Con- 
sumption was decreasing. But only about 11 per cent of the 
receipts of 1927 were reshipped, according to him, while 28 
per cent was reshipped in 1926. 


RATES BETWEEN CANADA AND U. S. 


“We believe that the Commission can properly sanction 
joint international rates between points in the United States 
and points in Canada and that such joint rates should be re- 
tained in the tariffs,” says the American Railway Express Co. 
in its brief in Ex Parte 93, Publication of rates on traffic be- 
tween the United States and Canada. 

In addition to the present joint international express tariffs, 
says the company, there should be filed with the Commission 
copies of the agreement between the express carriers regulating 
the division of charges on interline traffic, and the tariffs should 
be supplemented to state that the charge for that portion of the 
haul within the United States is the division accruing to the 
American company. 

The express company also believes that it would be wholly 
impracticable to publish the rates on all articles moving between 
points in Canada and points in the United States for that por- 
tion of the haul within the United States, unless the practice 
prior to 1912 of applying the local rate to and from the inter- 
national boundary is reverted to and the present joint through 
rates are canceled. 

Returning to the prior to 1912 method of publishing rates 
would be against the interests of both the shippers and the 
carriers and contrary to the declared policy of the Commission 
to encourage through international rates, says the express com- 
pany. 

In briefs filed on behalf of the Anaconda Copper Mining 
Co., American Brass Co., and Greene Cananea Copper Co., it is 
contended that the Commission undoubtedly can sanction joint 
through international rates between points in the United States 
- and points in Canada and in Mexico, and that such joint through 
international rates as now exist should be retained in the tariffs. 
It is asserted that the Commission should call on all U. S. car- 
riers’ parties to joint through international rates to publish in 
their tariffs, as their charge in form of proportional rates, the 
divisions or charges exacted by them out of the joint through 
international rates for the services performed by them between 
points in the United States and the international boundaries; 
“such divisions or charges would then constitute the legal 
charge for the services performed by carriers within the United 
States for such transportation.” 

“Had United States carriers published their divisions of 
joint through international rates as their charges to and from 
international boundaries, they would not have been liable for the 
entire amount of damages, as in the News Syndicate case,” it 
is stated. 

“The method here suggested would tend to minimize dis- 
putes concerning jurisdictional questions, which is desirable; 
it would enable carriers within the United States to continue 
the beneficial effects on industry and on commerce of joint 
through international rates without at the same time making 
them responsible for the reasonableness of the entire joint 
through international rates.” 

The Publishers’ Association of New York City says the 
Commission has authority to and should make an order modi- 
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fying the requirements of section 6 of the interstate commerce 
act to permit the carriers to continue to publish rates between 
the United States and Canada as joint through rates so long 
as such rates do not exceed rates determined by the Commis. 
sion to be just and reasonable for this transportation, and that 
the ultimate solution of the problem should be the creation of 
a joint tribunal to exercise jurisdiction over the rates for the 
entire through transportation between Canada and the United 
States. 

The Pulp and Paper Traffic League says the Commission 
can properly sanction the joint international rates, that such 
joint rates should be retained in the tariffs and that no change 
should be made in the publication of rates on traffic between 
points in the United States and points in Canada. It favors 
such legislation as is lawful and practicable for further co. 
operation between the Commission and the Board of Railway 
Commissioners for Canada. 

The Tribune Company, News Syndicate Company, Inc., and 
Liberty Weekly, Inc., say in their brief that their position is 
that nothing was said by the Supreme Court in the News Syndi- 
cate case that in the slightest modifies or diminishes the juris- 
diction of the Commission as exercised by it in numerous Cases, 
Quoting from the decision of the Supreme Court in the News 
Syndicate case, they say that the court’s statements do not sup- 
port the contention that the mere publication of a separate rate 
within the United States to or from the international boundary 
relieves the American lines from the obligation elsewhere im- 
posed in the act fo maintain such joint international rates as 
are applied to through traffic on a just and reasonable basis. 
They say the act does not require merely the publication of a 
rate, but it as well requires the collection of the rate; that it 
is the payment of an excessive rate that causes the damage. 
The say the Commission should certainly approve the carriage 
of international traffic on the basis of joint through rates in 
the future as in the past. They answer affirmatively the ques- 
tion: “Should rates be published on all articles moving be- 
tween points in Canada and points in the United States for that 
portion of the haul to and from the international boundary, 
from and to points in the United States?” They say, however, 
that the requirement as to publication and application of rea- 
sonable rates to and from the boundary ought to be changed 
by an amendment of the interstate commerce act so as to re- 
quire the publication of rates to and from the border only when 
no reasonable joint through rates are published between the 
— in Canada and the point in the United States. Continuing, 
they say: 


It has sometimes been suggested that an international tribunal 
might be established through the medium of statute and treaty 
to deal with international rates That we would not favor. Grave 
difficulties in respect of matters of sovereignty would present 
themselves and practical and speedy action would be difficult. 
The practical difficulties incident to delegating to an international 
tribunal all matters in connection with international rates would 
ee any small advantages, if any, which might accrue there- 
rom. 

If we are incorrect as to the proper construction to be given 
to what the Supreme Court said in the News Syndicate case, there 
is occasion for some additional legislation. If the opinion of the 
Supreme Court is to be interpreted as meaning that the mere 
publication of a dummy rate from the international border will 
relieve lines in the United States from the obligation of maintain- 
ing on a maximum reasonable basis such joint through rates as 
they do publish, then the law should be amended specifically to 
confer upon the Commission jurisdiction to determine the rea- 
sonableness and lawfulness under sections 1, 2, 3 and 4 of the act 
of charges assessed under a joint through rate, irrespective of 
whether separate rates, which are not applied on the traffic, are 
or are not maintained to and from the international boundary. 


Another situation which might be covered by additional legis- 
lation is illustrated by the facts in the News Syndicate case itself. 
There the Canadian carriers offered to join with the lines in the 
United States in maintaining a rate even below the basis which 
the Commission found to be reasonable. To meet that situation 
and to protect the rights of shippers, where lines in the United 
States unreasonably refuse to concur in just and reasonable joint 
through rates which the Canadian lines are willing to establish, 
the act might well be amended to confer upon the Commission 
power to require the lines in the United States to join in rates 
which would be just and reasonable, as wel las to award a ship- 
per reparation for damages accruing by reason of the failure of 
the American lines to join in such rates, If it be suggested that 
disagreements as to divisions might properly occasion the refusal 
of lines in the United States to join in such reasonable through 
rates, it is sufficient to say that the statute should, of course, re- 
quire the Commission, as a condition precedent to finding that 
such carriers were in violation of the act, to find that the refusal 
of the lines in the United States so to join was unreasonable. 


The Brown Company, of Portland, Me., in its brief, argues 
in support of continuance of joint international rates and against 
a change in the publication of rates on traffic between points 
in the United States and points in Canada. It believes there 
should be legislation authorizing concerted action by the regu- 
latory commissions of Canada and of the United States by which 
reasonable joint through rates might be definitely required. 

The Minnesota & Ontario Paper Company and other paper 
companies, in their brief, argue for the maintenance of joint 
through rates. They say that the need for further legislation 
has not been demonstrated and that the demand or necessity for 
any international joint tribunal dealing with these joint through 
rates has not been demonstrated. If an American carrier under 
a joint rate desires protection against any future order of rep- 
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aration from the Commission, they say, which it thinks it would 
have to pay for an excess created by an act of its canadian 
connections, it would be simple for the American carrier to 
protect itself by requiring a written agreement of indemnity 
from the Canadian line by which the latter binds itself to par- 
ticipate to a defined extent and in a defined manner in any 
reparation award or any liability subsequently imposed on the 
American line. 

The Abitibi Power & Paper Company, and other paper com- 
panies, in their brief, say they are of the opinion that the Com- 
mission can properly sanction joint through international rates— 
that is, accept them for filing and require their observance so 
long as they remain on file. They say the Supreme Court’s 
decision does not require any change in the publication of rates 
on traffic to or from Canada, nor require publication of factors 
to and from the border separately within the United States 
and within Canada. They say no further legislation or executive 


action, or tariff regulation by the Commission, is necessary to | 


protect the carriers’ interest. 

The American Cyanamid Company says there is nothing in 
the decision of the Supreme Court that prevents the sanction by 
the Commission of joint rates. It suggests that a practical way 
to deal with the situation would be for the carriers to continue 
joint rates and for carriers within the United States to publish 
their division of joint rates as their charge for the transportation 
service from the international boundary and that competitive 
conditions would no doubt cause the Canadian carriers to take 
similar action. 

The Southern Hardwood Traffic Association submits argu- 
ment in support of the proposition that the continuation of the 
present joint rates is much to be desired and that the Com- 
mission is not required by law to do anything to interfere there- 
with provided the carriers are willing to continue them. It 
does not recommend at this time legislation or executive action, 
“but, if the Canadian carriers fail to cooperate, such legislation, 
or executive action, may later become necessary.” 

The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany, in its brief, says the practice of publishing and filing with 
the Commission of joint rates should not be disturbed. It takes 
the position that the decision in the News Syndicate case does 
not authorize the Commission to award reparation on interna- 
tional through rates where the American carrier publishes a 
reasonable rate from international boundary to destination, and 
that it is therefore incumbent on the American carriers to pub- 
lish such rates. 


SUSPENDED TARIFFS 


In I. and S. No. 3174, the Commission has suspended from 
September 30 until April 30 schedules in supplements to tariffs 
of Curlett, I. C. C. No. A-201; Jones, I. C. C. 1993; Speiden, 
I, C. C. No. 1150, and various other schedules. The suspended 
schedules propose to establish minimum class rates subject to 
the Official Classification ratings for applications between points 
in Official Classification territory and points in Southern Classi- 
fication territory in connection with new through interterritorial 
class rates published in pursuance of the Commission’s findings 
in docket No. 13494. 


In I. and S. No. 3176, the Commission has suspended from 
October 1 until May 1 schedules in supplement Nos. 30 and 31 
to Toll’s I. C. C. No. 1187, and various other agency and indi- 
vidual line tariffs. The suspended schedules propose to restrict 
the application of through rates from southern and western 
points so that they will not apply over the route of the Michigan 
Central Railroad through Canada to destinations on the New 
York, New Haven & Hartford, and lateral lines, resulting in 
the application of higher combination rates over that route. 

In I. and S. No. 3177, the Commission has suspended from 
October 2 to May 2, schedules in supplement Nos. 12 and 13 to 
Sedgman’s I. C. C. No. 193. The suspended schedules propose 
to restrict the rates on compressed cotton and cotton linters 
from Galveston and Houston, Texas, to Baltimore, New York 
and: Philadelphia, via steamer routes, to apply only on “High 
density” bales compressed to not less than 30 pounds per cubic 
foot, or “Standard” bales compressed to not less than 22% 
Pounds per cubic foot, whereas under the present application 
no specific density of compression is required. 

In I. and S. No. 3172, the Commission has suspended from 
October 1 until May 1 schedules in supplement No. 14 to the 
Cleveland, Cincinnati, Chicago & St. Louis I. C. C. No. 8385, and 
in I. C. C. No. 8450; seventh revised page 96 to Illinois Central 
I. C. C. No. A-8213; seventh and eighth revised pages 145 to 
Louisville & Nashville I. C. C. No. A-15239, and supplement No. 
15 to Louisville, Henderson & St. Louis I. C. C. No. 856. The 
Suspended schedules propose to revise rules governing the ab- 
sorption of connecting line reciprocal switching charges to the 
extent that the line-haul carriers will not absorb the Chicago & 
Eastern Illinois Railroad Company’s switching charges at Evans- 
Ville, Ind., in excess of $2.70 per car, on traffic to and from all 
Points in southern territory. 

In I. and S. No. 3173, the Commission has suspended from 
October 1 until May 1 schedules in supplement No. 29 to Chi- 
cago & North Western I. C. C. No. 9594, and supplement No. 34 
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to Chicago, Milwaukee, St. Paul & Pacific I. C. C. No. B-5403. 
The suspended schedules propose to cancel specific commodity 
rates on sweet clover seed, carloads, from points in Minnesota, 
North and South Dakota to Sioux City, Ia., leaving higher class 
rates to apply. The following rates, in cents per 100 pounds, is 
illustrative: 


To Sioux City, Ia., from Oakes, N. D., present 32%, proposed 53; 
Fargo, N. D., present 35, proposed 53%. 


In I. and S. No. 3175, the Commission has suspended from 
October 1 until May 1 schedules in supplement No. 6 to Kansas 
City, Mexico & Orient I. C. C. No. 372. The suspended schedules 
propose to restrict the routing of grain from points on the Kan- 
sas City, Mexico & Orient Ry. in Oklahoma to New Orleans, 
La., and other Louisiana ports, when for export, so as not to 
apply via certain short-line routes, which would result in numer- 
ous increases. 


N. H. AND‘N. Y. C. MAKE PEACE. 


Technically the peace the New Haven and the New York 
Central thought they had made in respect of rates via the 
Michigan Central through Canada (see Traffic World, September 
29, p. 701) has not been accomplished. Hitches in the final nego- 
tiations arising after the New Haven had ordered the Toll and 
other tariff publishing agents to cancel the schedules cancelling 
powers of attorney and rates made it necessary for the Com- 
mission to suspend the cancellation of concurrences and rates 
schedules, in I. and S. No. 3176, so as to hold things as they 
had been for months past. 

The thought now is that the antagonists will be able to 
compose their differences before it becomes necessary for the 
Commission to take action on the suspended tariffs. In the 
event that all matters were ironed out the carriers could stop 
further proceedings by withdrawing the suspended schedules, 
that is, by cancelling them, so there would be nothing for the 
Commission to act upon. 

In the event final disagreement should result it is believed 
the Commission will be face to face with the question as to 
what it can do with joint rates through Canada which the car- 
riers propose to cancel, in view of the fact that the power of 
the Commission to prescribe rates does not extend beyond 
the territorial limits of the United States. That is a phase of 
railroad regulation which those who demand the utmost cor- 
diality of relations between the Dominion of Canada and the 
United States desire kept in a background so black that nothing 
may be seen. 


BARGE LINE JOINT RATE CASE 


In argument in No. 19480, Inland Waterways Corporation 
et al. vs. Alabama Great Southern et al., C. R. Hillyer, speaking 
for the Savannah Sugar Refining Co., an intervener, contended 
that the case, a demand by the barge line for joint rates and 
divisions thereof from New Orleans and Mobile via Birmingport 
to points on the Southern Railway System, was a sugar case. 
The case was presented in behalf of the barge line by Nuel D. 
Belnap, and for the Southern, by W. N. McGehee. 

Mr. Hillyer objected to having the government establish a 
service the rates on which would not pay the cost to it, the 
chief effect of which would be to put sugar into the southwestern 
territory, from New Orleans in competition with sugar from the 
Savannah refinery. He said that that refinery was independently 
conceived, financed and operated and by selling sugar on the 
basis of the New York or seaboard price plus the freight rates 
from Savannah, had saved $2,500,000 to the buyers of sugar 
over what they would have had to pay but for its establishment. 
He said the effect of the demand for joint barge-and-rail rates 
would be to give the aid of the government to the large refiners 
at New Orleans to enable them to restrict the market in which 
the Savannah refinery might do business. Mr. Belnap did not 
agree that this was a sugar case, but one proposing to give the 
southeastern territory the benefit of the cheaper rail-and-water 
transportation charges. Precedents, he contended, warranted 
the proposed arrangement. 

Mr. McGehee objected on the ground that there was no 
excuse for making rail-and-barge rates over the proposed rela- 
tively long routes through the Birmingham district twenty per 
cent lower than the rates over the shorter all-rail routes and 
thereby forcing the railroads to give up traffic they could haul 
over their direct rail routes. 


WESTERN RATE ADVANCE 


Shipper communications to the Commission in opposition 
to the petition of the Western Trunk Line railroads for a revo- 
cation of the maintenance orders in a large number of cases 
decided by the Commission as a paving of the way for the filing 
of blanket supplements bring out declarations that the move is 
unprecedented and would amount to a prejudgment of pending 
cases, including the Hoch-Smith proceedings. (See Traffic World, 
September 29.) They suggest that grant of the petition would 
be a reversal of the decision in Ex Parte 87, without hearing. 
A protest against or answer to the petition, filed by George 
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T. Bell in compliance with a telegraphic message from the 
Caifornia White & Sugar Pine Manufacturers’ Association, it 
is believed, is typical. In part, it says: 


The California producers ship lumber to all parts of the United 
States and they wish to protest vigorously against the Commission 
taking any action inconsistent with the decision in Ex Parte 87 un- 
less and until all interested parties have been notified, a formal hear- 
ing had, and a conclusion is reached. The California producers com- 
pete in numerous common markets with the Southern Yellow Pine 
Manufacturers and for the Commission to lend its assistance to the 
carriers to tear down adjustments which have been in effect for many 
years would be unjust, unfair and beyond the pale of orderly pro- 
cedure. In so far as the revenue results of the operations of western 
carriers are concerned, i. e., the reasonableness and fairness of the 
return which they are receiving under the present general rate level 
in the western district, those issues are now pending before the Com- 
mission in numerous investigations instituted under the Hoch-Smith 
resolution. To take any action such as that requested by the carriers 
would be tantamount to a prejudgment, without a complete record 
and without formal notice to affected interests, of the issues in- 
volved in those proceedings. 

There is another and unusually pertinent reason why the Com- 
mission should hesitate to do anything along the line suggested at 
this time. This country is now in the throes of what promises to 
be the most bitter presidential campaign in its entire history. Both 
the major parties are making a strenuous effort to secure the vote and 
support of numerous sectors of the population who would be directly 
and adversely affected by a wholesale increase in rates at this time. 
Speakers of both parties would be likely to draw inferences from 
any ex parte action which would be inconsistent with the traditional 
policy of the Commission ‘‘to keep out of politics.”” Under the law, the 
Commission is, politically speaking, a non-partisan body; it should 
not only be non-partisan in fact and in deed but should do everything 
under the sun to avoid the appearance of being partisan or of lending 
itself to partisan ends. . 

The California producers have been second to none in favoring 
the promulgation of rates which would vouchsafe to carriers the fair 
return to which they are entitled under the law. But they believe 
that such rates and adjustments of rates should be secured through 
and by means of the mechanics of orderly procedure. They further 
believe that to grant the request of the carriers at this time of poli- 
tical stress would ultimately redound to their detriment rather than 
to their benefit. 

In the light of all the circumstances, the Calffornia White and 
Sugar Pine Manufacturers’ Association respectfully but earnestly re- 
quests that the Ex Parte applications of the carriers be denied. 


The Chamber of Commerce of Lincoln, Neb., in an answer 
to the petition of western carriers, says it is on record in No. 
17000, western trunk line class rates, to the effect that if the 
western carriers shall succeed in showing the Commission they 
are entitled to additional revenue in order that they may earn 
and receive a fair return on their property devoted to trans- 
portation, the level of their rates may be increased to bring 
about that result. It says it desires to be consistent in its atti- 
tude on “this important question” and does not enter any ob- 
jection to the granting of the carriers’ petition provided that 
the advance shall be docketed for discussion with the shippers 
prior to the issuance of tariffs and that all tariffs containing 
advances affected by the orders listed in the carriers’ petition 
shall, when filed with the Commission, be subject to protest and 
suspension procedure, as indicated by the carriers’ petition. The 
Lincoln chamber also makes its answer subject to the proviso 
that advances proposed by the carriers shall be made in such 
manner that they do not disturb or change any relationships 
between competing points of origin or destination established 
by the orders listed in the carriers’ petition. 


The Mason City Brick & Tile Company asks that the car- 
riers’ petition be denied in so far as it relates to No. 11672 and 
cases associated therewith, involving brick and articles taking 
the same rates from Iowa points to Iowa, Nebraska, South Da- 
kota and Minnesota points. It says the carriers have failed to 
set forth any fact that would justify the Commission in setting 
aside its order in No. 11672, “entered after full and complete 
hearings covering a period of seven years .. .” 


The Chamber of Commerce of Kansas City, Mo., says it is 
opposed to the granting of the carriers’ petition. It says that 
instead of presenting any advances in the way of tariff supple- 
ments, “such advances should be presented in the way of a 
petition or petitions setting forth exactly the commodities, the 
territory, and the measure or ‘measures of increases asked.” It 
says the carriers’ petition states that on receipt of the author- 
izations requested the western trunk lines purpose to docket 
the specific proposals and hold public hearings where desired, 
but that nothing is said about the intentions of the transconti- 
nental or the Illinois lines. 

“The granting of the request of the carriers by the Com- 
mission is not a necessary premise to such proceeding,” says 
the Kansas City chamber. “The carriers can are at full liberty 
to docket their specific proposals before their various rate com- 
mittees, hold hearings with the public, modify their original 
plans if so desired, and present the whole matter in a formal 
petition, rather than in the way of tariff supplements, to the 
Interstate Commerce Commission.” 

The Midwest Coal Traffic Bureau, of Kansas City, Mo., ob- 
jects to the method of procedure indicated in the carriers’ peti- 
tion and asks that the petition be denied. 

“If the western trunk lines desire to apply to this Commis- 
sion for a general increase in rates, on the plea that their rev- 
enues are not adequate, the orderly procedure would seem to 
be in the form of a petition to this Commission for authority 
so to do, which petition would be set down for formal hearing 
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in the usual manner,” says the bureau. “This was the procedure 
in Ex Parte 74, which petitioners cite as ample authority for 
the proposed action. It is respectfully pointed out, however, 
that in that proceeding the Commission provided for the mod- 
ification of outstanding orders at the same time that the general 
increase in rates was authorized—not in advance of hearing.” 

The coal bureau believes that the carriers would expedite 
matters in their own interest if they proceeded by means of 
a petition asking authority to increase rates and that time will 
be wasted by docketing of the proposals and the holding of 
hearings thereon by the carriers. It also says that considera- 
tion by the Commission of suspended schedules is limited to 
seven months and that it is hardly conceivable that a proceeding 
of this magnitude could be adequately considered and disposed 
of within that period. 

The Procter and Gamble Co. opposes the petition of the 
western trunk lines and says, among other things, that if the 
Commission should grant the petition, “it might well be con- 
sidered a presumptive indication of its approval of such in- 
creases,” the reference being to the carriers’ proposal to proceed 
with the view of obtaining an increase in revenue. It says 
the entire freight rate structure on movements between points 
within western trunk line territory and also interterritorially 
between that territory and all other territories, is under inves- 
tigation in No. 17000, part 2. 

“The state of uncertainty as to the freight rate level caused 
by this investigation is a decided disturbing influence to the 
commercial situation in this territory,” says this company. 
“It would be disastrous to further complicate matters by giving 
encouragement to the carriers to inflict a flat percentage 
increase pending your decision in the general case.” 

The White Eagle Oil & Refining Co. and other oil companies 
parties to Midcontinent Oil Rates, 1925, 112 I. C. C. 421, and 
other complaints, ask that the carriers’ petition be denied as 
to specified orders. They say that if an emergency exists in 
the revenues of petitioning carriers, “the proper procedure 
should be followed, that is, by the carriers petitioning for an 
increase in rates, and a full hearing had, at which time a 
definite proposal should be made by the carriers and the 
necessity for an increase shown.” 

Wilson & Co., Inc., and other packing companies ask that 
the carriers’ petition be denied. They say the shippers and the 
Commission are entitled to some exact information in regard 
to what is proposed before any affirmative step toward a vacation 
of orders should be taken. 

The Iola Cement Mills Traffic Association and its members 
ask that the carriers’ petition be denied. 


RATES ON PETROLEUM 


Hearing in I. & S. 3148 and first supplemental order, petro- 
leum and its products from points in Wyoming to points 
in North Dakota, South Dakato, Minnesota, Iowa, Nebraska, and 
Montana, which began at Chicago, September 26, before 
Examiners Johnston and Crowley, ended September 29. Only 
a small amount of testimony was introduced by the protestants. 
They, apparently, relied mainly on cross-examination of the 
witnesses who appeared in support of the suspended tariffs. 

Representatives of the Wyoming and South Dakota conm- 
missions and of the Texas Company appeared in support of the 
reduced rates, in addition to the carrier witnesses mentioned 
last week. 

D. L. Kelley, of the South Dakota commission, held that the 
suspended rates were fully adequate as maximum reasonable 
rates and that they did not discriminate against the southwest 
producers or any other interest. He strenuously opposed the 
representation of the supporting carrier witnesses that the rates, 
either those from the southwest or the suspended rates, were 
not full maximum rates. In particular, he emphasized it as his 
opinion that the suspended rates, in so far as they applied to 
South Dakota, were “substantially higher than rates applying 
in Nebraska and Iowa” and the surrounding territory generally. 
It was his position that the reduced rates were necessary to 
bring the rates from Casper to South Dakota in line with those 
applicable throughout the territory. An exhibit he introduced 
showed the average rate to 20 representative points in South 
Dakota, for a distance of 625 miles, to be 40 cents. The car- 
mile earnings would be 39.85 cents and ton-mile earnings, 11.4 
cents “or over, in all cases,” he said. That demonstrated, 
according to him, that they would yield a fully normal return. 

Claude L. Draper, chairman of the Wyoming commission, 
took the position that the proposed rates must be allowed to 
go into effect if the Wyoming oil industry were to have a fair 
chance to develop. He detailed the importance of the industry 
to the state and other economic facts bearing on that, calling 
attention to the fact that the Wyoming production was far 
removed from large consuming territories. The state itself 
was in the oil industry, he pointed out, as a great deal of the 
production was on state land. In 1925 and 1926, the schools of 
the state received approximately 314 million dollars from opera- 
tions on state owned lands, and, in the same years, about 2% 
million dollars from government oil royalties. 

D. E. Brisbine, chairman of the South Dakota commission, 
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said he had been assured by the president and the board of 
directors of the Standard Oil Company that any reductions in 
rates from Casper to South Dakota would be reflected in the 
selling price in South Dakota. 

Charles Irwin, traffic manager of the Texas Company, also 
testified in support of the suspended tariffs. 

J. F. Lawrence, representing the mid-continent refiners 
opposing the tariffs, said the case was unusual in that the 
proposed rates were justified by the railroads purely on com- 
mercial considerations. They admitted, he said, that they were 
not justified by transportation conditions. If the commercial 
situation was to be the basis for fixing the rates, he held, the 
rates from Oklahoma to all the points involved should be the 
same, or less, in cents a hundred pounds, than from Casper. 
His reason for that was, he asserted, that cost of production 
was less in Wyoming. In support of that statement, he said 
the market price of petroleum was the same in both fields, but 
that in Oklahoma the refiner had to pay a premium and that 
atmospheric conditions made possible greater “recovery” in the 
refining process in Wyoming. He contended that, if the reduced 
rates were to go into effect, the Standard Oil Company would 
fix the price of sale in the destination territory at a point below 
that at which the mid-continent producers could compete and 
that that was contrary to public interest. 

H. M. Wilson, representing the North Dakota Petroleum 
Association (an association of independent oil jobbers), said 
the Standard and The Texas Company controlled the production 
in the Casper field and the independent jobber had been unable 
to buy from them. A healthy competitive situation depended 
on refusal to allow the reduced rates to go into effect, he said. 

A. F. Winn, traffic manager, Skelley Oil Company, and H. W. 
Roe, traffic manager, Mid-Continent \Petroleum .Corporation, 
introduced testimony with respect to the handling of the traffic 
out of the refineries in the southwest to show that conditions 
conducive to extremely economical operation prevailed. 


PETITIONS FOR REHEARING, ETC. 


No. 21311, Federated Metals Corp. vs. Pennsylvania et al. 
Baltimore & Ohio, one of defendants herein, asks the Commis- 
sion to dismiss the complaint as to it. 

No. I. & S. 3048, hay, straw, excelsior, and other com- 
modities, between official territory and Southern points. Halls- 
boro Manufacturing Co. asks for reconsideration and modifi- 
cation of report and order in this proceeding. 

No. 16746, Independent Slaughterers’ Traffic Association et 
al. vs. New York Central et al. The complainants ask the Com- 
mission to make a finding in this case respecting the reasonable- 
ness per se of rates in the past, and to award reparation. 

No. 17537, Standard Oil Co. of Louisiana vs. Rock Island et 
al. Defendants ask for vacation and modification of orders. 

No 17159 (and Sub Nos. 1 to 5, inclusive), Southern Kansas 
Grain & Grain Products Association vs. Rock Island et al. Rock 
Island asks for postponement of effective date of orders. 

No. 19201, American Potash & Chemical Corp. vs. Great 
Northern et al. Complainant asks for reconsideration of evi- 
dence submitted therein and modification of its order. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. Brooks-Scanlon Corp., Putnam Lumber Co., Wilson 
Cypress Co., Cummer Lumber Co., Cummer Cypress Co., Jack- 
sonville Traffic Bureau, Inc., Southeastern Forest Products As- 
sociation, Southern Cypress Manufacturers’ Association and 
Southern Pine Association ask for reargument and reconsidera- 
tion herein. 

No. 20310, Frost & Davis Lumber Co. et al. vs. Atlantic City 
et al. Complainants ask for reopening and reconsideration by 
entire Commission in above proceedings. 

No. 16845, Iola Cement Mills Traffic Association vs. Alabama 
& Vicksburg et al. Gulf, Mobile & Northern asks the Commis- 
sion for modification of its findings and order in this proceeding. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. Wilson Lumber Co. of Florida asks for leave to in- 
tervene and for reconsideration and reargument. 

No. 19040, and Sub. 1, Texas Sugar Refining Co. vs. Alabama 
& Vicksburg et al. Complainant asks for rehearing therein. 

No. 17159 and (Sub. Nos. 1 and 5, inclusive), Southern Kan- 
sas Grain and Grain Products Association vs. Rock Island et al. 
Defendants, Kansas City Southern and Texarkana and Ft. Smith, 
ask for postponement of effective date of order therein. 

No. 18364, Georgia Public Service Commission vs. Atlantic 
Coast Line. Railroad Commission, state of Florida, asks for re- 
argument and reconsideration. 

No 16844 (and Sub. Nos. 1 and 2), Swift & Co. et al. vs. Santa 
Fe et al. Louisville & Nashville ask for reconsideration and 
modification of the Commission’s findings and order herein. 


SOUTHWESTERN CLASS RATES 


Manufacturers of various articles of glass and glassware in 
Arkansas and Oklahoma, in reply to southwestern carriers’ peti- 
tion for vacation of suspension orders in I. and S. No. 3130, say 
the purpose of the answer is to hold the suspension and obtain 
the proper investigation of the revised rates on glassware, 
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lamps and founts; lamp chimneys and lantern globes; cullet, and 
fruit jar tops. 


“In correspondence with the Commission about various 
items involved in the Consolidated Southwestern Cases, the ship. 
pers have been repeatedly urged to negotiate and confer with 
the carriers,” says the reply. “Such efforts are fruitless. The 
carriers apparently feel that they are not in position to nego. 
tiate or discuss the rates under suspension or thought to be 
under suspension, and will not do so, because of the outstanding 
orders against them in the Consolidated Southwestern Cases, 
Nevertheless, it is known that they are proceeding to revise 
various items where the revisions will make for higher rates.” 

The Memphis Freight Bureau, in its reply, asks that the 
Commission deny the carriers’ petition to the extent it seeks 
authority to apply the established class rates prescribed in the 
Consolidated Southwestern Cases, in lieu of existing untreated 
commodity rates, to wood, charcoal, building stone, natural and 
artificial, and ice. 

The Liquid Tight Paper Container Association, in its reply 
to southwestern carriers’ vacation petition in I. and S. No. 3130, 
asks that the petition be denied as to rates on fiber board and 
paper cans with tops of same materials, and also on cans with 
metal tops, and that suspension of tariffs canceling commodity 
rates should not be vacated, without a hearing. 


The Wichita (Kan.) Chamber of Commerce, in its answer 
to carriers’ petition in I. and S. No. 3130, asks that the petition 
be denied as to rates on brooms, glass cylinders, peanuts and 
furniture, but that, with the exceptions noted, the Commission 
grant the petition for vacation of portions of orders in so far 
as the carriers’ petition applies to the through rates prescribed 
by the Commission in No. 13535 between points in Kansas and 
points east of the Illinois-Indiana state line (except points in 


* Indiana, included in the Chicago district), and on and north of 


the Ohio and Potomac rivers, including points named in J. E. 
Johanson’s tariff I. C. C. 2012, in Kentucky and in Virginia 
and West Virginia where (all-rail) group location is provided 
in I. C. C. 2012, on the other hand. 


F. A. Leland has petitioned, on behalf of all southwestern 
carriers involved, for modification of the order in Consolidated 
Southwestern Cases, 123 I. C. C. 203, with respect to grouping 
between New Orleans, La., and San Angelo, Tex., by the ex- 
press statement that San Angelo, on the Kansas City, Mexico 
& Orient, be eliminated from footnote 9, Appendix 19, page 581, 
supplemental report, 139 I. C. C. 535, the effect of which will 
make the rate between New Orleans and San Angelo $2.38 
instead of $2.51, according to petitioner. 


GRAIN MIXING AND MILLING 


Hearing in I. and S. 3150, milling and mixing of grain and 
grain products at Chicago, Peoria and Pekin district stopover 
points, was held at Chicago before Examiner Crowley September 
28. The proceeding is the result of an attempt of certain Illinois 
lines to cancel an item in the tariff naming through rates from 
points in Illinois to C. F. A. destinations, which provides that 
on shipments of by-products from the transpit point, the by- 
product rate shall apply from point of origin to final destination. 
The cancellation of the item would have the effect of substi- 
tuting the grain products rate for the by-products rate. 


The carrier witnesses who appeared in support of the tariffs 
were as follows: E. Rigg, assistant general freight agent, Rock 
Island; G. A. Hoffelder, assistant general freight agent, C. B. & 
Q.; O. H. Timm, commerce assistant, C. M. St. P. & P.; H. H. 
Bernstein and D. J. O’Connor, Central Inspection Bureau, and 
J. M. Campbell, Central Weighing and Inspection Bureau. 


According to them, the suspended tariffs were published be- 
cause of the Commission’s decision in docket 18218, brought by 
the Arcady Farms Company, in which it required the applica- 
tion of the by-product rates to the traffic, by the respondent 
carriers, and at the same time found the practice of the C. & 
N. W. and the Illinois Central, not a party to the tariff, not 
unlawful. The effect of the elimination of the item in question, 
it was pointed, out, would be to make the grain product rate 
applicable, under the general milling-in-transit tariff. That 
would provide for uniformity in the practice of the various IIli- 


‘nois carriers, it was said, and would put transit at Chicago on 


the same basis as that generally applicable at points in central 
territory. The increases that would result would not affect the 
producer, it was said, as he paid the rate to the transit point, 
which was, in any instance, the grain rate. 


According to Mr. Bernstein, the by-product rates were origi- 
nally established to take care of the low-grade brewers’ and 
millers’ products and were not intended for application in con- 
nection with transit. 


Various milling and feed-mixing interests that protested al- 
lowance of the suspended schedules were represented by J. S. 
Brown, of the Chicago Board of Trade. He called attention to 
other points in the territory where, he said, similar transit prac- 
tices were applied to the by-products’ traffic, and held that the 
low-grade nature of the traffic justified rates below those ap- 
plicable to grain products. 
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G. N.-N. P. UNIFICATION 


The Trafic World Washington Bureau 


Argument for and against the proposals embodied in finance 
Nos. 6409 and 6410, providing for acquisition by the Great North- 
ern Pacific Railway of control of the Great Northern, the 
Northern Pacific and the Spokane, Portland & Seattle, and for 
issuance of securities and assumption of liabilities in connection 
therewith, was heard by the Commission October 3 and 4. 

D. F. Lyons, general counsel of the Northern Pacific, who 
made the opening argument in support of the applications, said 
that among the benefits that would accrue to the public, if the 
unification were authorized, were: 


Use of such portions of a $10,000,000 operating saving as 
could be used to make up deficits of the short lines to which 
offers have been made. 

Stockholders of the two Northerns would get a better or surer 
return on their investment. 

Increased expenditures by the Great Northern Pacific, the uni- 
fied railroad, in colonization and agricultural and industrial de- 
velopment work. , 

Larger earnings would permit rate reductions where needed 
or abnormally low rates could be continued. 

In the study of rate adjustments in the northwest the Com- 
mission would give consideration to the greater earnings of the 
Great Northern Pacific. 


“One very real way in which the public could share in the 
$10,000,000 would be by the acceptance by the Minneapolis & 
St. Louis security holders of the offer of the Northern 
lines to take over the Minneapolis & St. Louis,” said Mr. Lyons, 
summarizing other benefits as follows: 


Freight would be more expeditiously moved through use of 
shorter routes; terminal delays would be lessened; direct savings 
in trucking and other costs to shippers would follow consolidation 
of freight stations; switching charges on non-competitive busi- 
ness moving from ore line to another would be saved to shippers; 
and one-line rates would be substituted for two-line rates, with 
accompanying broadening of markets, which would result in a 
15 per cent reduction in rates on practically all of this traffic. 


Mr. Lyons said that unification of railroads was the policy 
of Congress and that it was approved and was being repeatedly 
urged by the President of the United States, and was being 
furthered by decisions of the Commission in important cases. 


“In every branch of industry, combinations are being made,, 


resulting in larger and stronger corporations,” said he. “The 
inability of the Northern lines to make adequate earnings on 
existing rates and volume of business, and many other factors 
and circumstances, all suggested the advisability of submitting 
this application for authority to combine the Northern Pacific, 
the Great Northern, and the Spokane, Portland & Seattle rail- 


roads.” 
Mr. Lyons said that the Northern Securities case was not 
of importance in the present proceedings, and added: 


Not only has there been a change in the law, inasmuch as 
the Commission may now in proper case relieve carriers from 
the operation of “anti-trust laws,’”’ but there have been important 
changes in transportation conditions in the northwest since the 
decision in the Northern Securities case, and the dangers of mo- 
nopoly so much feared in 1900 have largely disappeared. When 
the Northern Securities case was begun in 1903 there were but 
two transcontinenta! lines serving the northwest, and the Great 
Northern did not then reach Tacoma, Wash., or Portland, Ore. 
The Milwaukee had not built its Puget Sound extention and did 
not then operate its own trains between the Twin Cities and the 
head of the lakes. The Union Pacific had no line to Tacoma or 
Seattle and did not extend to Yakima, Wash. The Spokane In- 
ternational, Yea | north from Spokane to a connection with 
the Canadian Pacific Railway, had not been constructed. The 
Canadian National system, extending to the Pacific coast, had not 
been created. The Soo Line had not entered upon its program of 
constructing branch lines and acquiring feeder lines; it had not 
built to the head of the lakes and it had not acquired the Wis- 
consin Central. The Panama Canal had not been built. The auto- 
mobile was in its infancy. The era of good roads, of common 
carriers by truck and by bus, and universal use of private auto- 
mobiles was then at most but a dream. 

Competition, deemed so essential in the northwest 25 years 
ago, furnished then only by the Northern Pacific and Great North- 
ern and sought to be preserved by the Northern Securities deci- 
sion, is now furnished by many carriers, by rail, by water, and 
by highway. 


Mr. Lyons contended that “there is nothing about the pro- 
posed system that is contrary to any requirements of the law 
as to kind or character or size.” The effect of the proposed 
unification on competition, he said, would not be adverse to 
“the public interest, and the fears of the Chicago, Milwaukee, 
St. Paul & Pacific Railroad Company and the receiver of the 
Minneapolis & St. Louis Railroad Company for their future, if 
unification be permitted, have, when analyzed, no substantial 
basis.” He said the terms of the leases and provisions for 
exchange of stock were fair and reasonable, and he cited as 
evidence that they were fair to stockholders the record which, 
he said, contained no objection from any stockholder to the 
equal treatment of the two stocks. He pointed out also that 
70 per cent of the stockholders of the two Northern companies 
accepted the plan and deposited their stock. Continuing, he said: 


We believe that the need for economies in operation and for 
the lowest possible operating costs is greater in the northwest 
than in any other part of the country because of the dependency 
of the northwest on low railroad rates. The northwest is a com- 
paratively new and undeveloped country of great natural re- 
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sources, a producing section with a small consuming population 
adjacent to its rail line. As its principal markets are in the mid- 
dle west and to the east its products are transported long dis- 
tances and compete in those markets with similar products 
originating much nearer the market or moving on low water 
rates. In furnishing service and low rates northwest railroads 
must cope with many difficulties and handicaps. 


Mr. Lyons reviewed at length the proposals made to the 
short line and referred to testimony of the applicants’ witnesses 
that there was nothing in the history of the Minneapolis & St. 
Louis to indicate a likelihood in improvements in net earnings, 
and that it was conceivable that unless taken over by some 
large system it eventually would have to cease operating as 
a separate railroad and parts of it would be abandoned, with 
serious inconvenience to the public. He said that the offer on 
behalf of the Great Northern Pacific to purchase the property 
of this railroad for a sum that would give an annual interest 
return of $600,000, which would mean that the Great Northern 
Pacific would incur an annual interest obligation three times 
as large as the net railway operating income of the Minneapolis 
& St. Louis in 1927, was rejected by the receiver and the security 
holders of that railroad. He said that unification of the two 
northern lines in no way would injure the Minneapolis & St. 
Louis if it were to continue as a separate railroad. 

Walker D. Hines, of counsel for the applicants, discussed 
the size of the proposed system, which would have a total mile- 
age of 15,386 miles, and contended that the lines involved were 
such as would lend themselves to a plan of centralized man- 
agement with respect to general policies, but that ‘decentralized 
operating management could be made effective. He said that 
the Great Northern Pacific would have operating revenue of 
$14,656 a mile, as against $17,000 a mile for railroads in the 
western district as a whole, and that the total assets of the 
new company would be less than those of the Southern Pacific 
system, and that its corporate surplus would be less than that 
of the Southern Pacific or of the Santa Fe. He said that no 
change in the position of the Burlington was contemplated and 
argued that, inasmuch as no change with respect to it could be 
effected without approval of the Commission, that it did not 
enter into the picture. He said that even if the Burlington 
were included in the unification,,in response to a question by 
Commissioner Eastman, the grosS operating revenues per mile 
would be $15,539, or considerably less than those of the prin- 
cipal transcontinental systems to the south or the average for 
the western district. He referred to the New York Central and 
Pennsylvania systems as having much greater management prob- 
lems than those of the proposed system, even if the Burlington 
were included. He said the two systems referred to had greater 
operating revenues and expenses per mile and a greater number 
of employes than the proposed system would have. He dis- 
cussed the reversal of national policy as expressed in the trans- 
portation act of 1920 and argued that it was in the public in- 
terest to promote unifications of railroads in proper cases. He 
said that the Union Pacific, Milwaukee and Canadian Pacific 
systems, as well as the Panama Canal, insured effective com- 
petition for transcontinental traffic, and contended that, as to 
competition, the situation would not be changed by approval 
of the unification proposal. 

“No justification for the merger has been shown and the 
application should be denied,’ said Frederick H. Wood, of 
counsel for the Chicago, Milwaukee, St. Paul & Pacific. 

Economies alone are not sufficient to justify mergers, argued 
Mr. Wood, asserting that the statutory tests that had to be met 
looked to the creation of a national transportation system 
“whose component parts shall be of substantially equal strength, 
credit and earning capacity and in the formation of which com- 
petition shall be preserved as fully as possible.” 

“Unless the proposed merger will lead to these ends, or if 
it will tend to defeat them, it cannot be approved as being in 
the public interest,” said he, continuing in part as follows: 


The ultimate congressional purpose is expressed in paragraph 4 
of section 5 which calls for the consolidation of all the railway 
mileage of the United States into a limited number of systems, of 
which those in the same region shall be of substantial equal strength, 
and in the formation of which competition shall be preserved as fully 
as possible and existing routes and channels of trade maintained as 
far as practicable. As to the last, since denial of the application 
will leave things as they are, it is self-evident that its approval is 
not required in order to maintain existing routes and channels 
of trade. 

Unless the proposed merger meets the other two tests, or is, at 
least, in its ultimate effect consistent therewith, it may not be 
approved. It meets neither. It is inconsistent with both, and if, 
authorized, will create a situation which will render ——— the 
realization of the ultimate congressional purpose as laid down in 
the act. ’ 

The combined system will embrace one-fifth of the railroad mileage 
west of the Mississippi River. Its net income will be nearly one- 
fourth of the net income of all the roads in that territory. It will 
embrace more than 11 per cent of the railway mileage of the whole 
country. It will be approximately 2% times as large as the largest 
system now in existence and will be three times as large as most 
of our major systems. These consequences alone give pause and 


indicate the extent to which this consolidation would require the 
creation of systems enormous in size and power,—greatly exceeding 
as to both any proposed scheme of consolidation suggested either by 
Professor Ripley, by the Commission or by the representatives of 
any other interests, except the northern lines,—if it is to be fitted 
in to an ultimate rational plan of consolidation meeting statutory 
requirement. 


The statute contemplates balanced systems in 
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The remarkable advancement of the South in recent years 
convincingly evidences the resources and possibilities of this 
region. In nearly every phase of economic development the 
South has established a record of progress that inspires con- 
fidence of even greater achievements in the future. 

Take, for example, the six Southern states in which the 
Illinois Central System operates—Alabama, Arkansas, Ken- 
tucky, Louisiana, Mississippi and Tennessee. Although these 
states comprise only 9 per cent of the land area of the 
United States, they produced in 1925 around 12 per cent 
of the country’s agricultural products, 16 per cent of its 
bituminous coal, 12 per cent of its iron ore, 14 per cent 
of its petroleum and 29 per cent of its lumber. Between 
1910 and 1925 their agricultural production practically 
doubled in value and the value of their mineral output 
nearly quadrupled. 

Manufacturing also has taken great strides in these states. 
In the sixteen years ending with 1925 they made gains of 
27 per cent in the number of wage earners and 42 per cent 
in the amount of primary horsepower employed in manufac- 
turing establishments, and the value of the output of such 
establishments increased 192 per cent and the value added 
by manufacture increased 159 per cent. The rate of in- 
crease in manufacturing output in these states from 1923 to 
1925 was more than double the rate for the country as a 
whole. 

The rapid development of highways and the increase in 
motor vehicle ownership in the six states comprising the 
Illinois Central’s Southern territory tell their own story of 
progress. Expenditures for highway purposes in these states 
increased nearly ninefold between 1914 and 1925, and motor 
vehicle registrations multiplied nearly fifteen times in about 
the same period, which in both cases is almost double the 
rate of increase for the whole country. 

Banking statistics are good barometers of general pros- 
perity. Between 1910 and 1925 the aggregate resources of 
banks in these six states increased 212 per cent and individual 
deposits increased 287 per cent, compared with increases of 
176 per cent and 206 per cent, respectively, for the United 
States as a whole. 

The Illinois Central System confidently believes that the 
progress of its Southern territory in the past is only an 
earnest of what may be expected in the years ahead. With 
virtually unlimited potentialities for development, it is 
inevitable that the South will continue to advance. This 
railroad can be relied upon as heretofore to promote that 
advancement in every way it can. 
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each competitive area and not a collection of strong and weak lines 
-in each. To make the situation worse it combines the strongest lines 
in the territory against those which are already weaker with two 
results: First, in so far as a reasonably balanced condition exists 
today, it exists solely by reason of the independent operation of the 
lines sought to be united which will be immediately destroyed by their 
union, Second, by placing them together it destroys all possibility, 
either of restoring such balance or of creating another to take its place. 

Within the northern tier of states from the Great Lakes: to the 
Pacific, where the Northern Lines are located, their mileage is over 
50 per cent of the total. In that vast and largely undeveloped empire 
lying between the western pemnsaey of Minnesota and the Pacific, a 
territory approximately 1,500 miles long and over 200 miles wide, the 
Northern Lines have nearly two-thirds of the total mileage and 
originate 70 per cent of all the traffic originating therein. As in the 
case of relative rates of return, there is an approximate balance in 
these respects in this territory growing out of the independent own- 
ership and operation of the Northern Lines, whose mileage and 
originated traffic in the territory is approximately the same. Putting 
them together destroys this balance and gives to the combined lines 
command and domination of 70 per cent of the traffic originating in 
this territory. 

Between the western boundary of North Dakota and the Pacific 
is an area 1,000 miles long and 200 miles wide wherein the chief com- 
petition, other than that between the Northern Lines themselves is 
afforded by the western extension of the St. Paul, the weakest of 
its system, the Northern Lines together handle 67 per cent of the 
competitive traffic, as to which all existing competition between them 
will be destroyed. Within this territory they are today, according 
to their own admissions, not only in competition with each other but 
each is the most effective competitor of the other. The result of the 
merger, therefore, will be not only to give to the Northern Lines 
‘command and domination of over 70 per cent of the traffic originating 
in this territory, but to destroy the most effective competition now 
existing and leave only that which is the least effective. The ehief 
executive officers of the Northern Lines admitted that a railroad’s 
command of competitive traffic depended largely upon the number of 
industries aoe served by it. As a result of the merger the 
preponderance of all industries in this territory will be exclusively 
located on the Northern Lines and that competition between them at 
industries now Common to both, of which there are many, will be 
completely destroyed. The chief executives of the Northern Lines also 
admitted that by reason of the greater distributive area which would 
be served by the merged line and by reason of their greater strength, 
their merger would have a tendency to cause new industries seeking 
a location to locate on the Northern Lines instead of on others, which 
will thus increase for the future their command of competitive traffic 
and accentuate the unbalanced condition both as to competition, 
traffic handled and rates of return which will be created at the outset. 
Yet, notwithstanding these facts, under a statute which requires that 
competition be preserved as fully as possible, the applicants ask the 
Commission to shut their eyes to these results and authorize 
the merger. 

It should be plain from the foregoing review that the proposed 
merger does not meet either of the major requirements of the con- 
solidation provisions, is inconsistent with both and will render the 
ultimate realization of the congressional purpose impossible. 

Assuming that no economies may be realized without the merger, 
however, the economies planned could never have any appreciable 
effect upon the rate structure. The total amount, $10,000,000, is less 
than one-fourth of 1 per cent of the revenues of the western district 
and less than 1% per cent of the revenues of the lines in the north- 
western territory. Since the general level of rates are made with 
respect to the condition of the lines as a whole, it is, therefore, appar- 
ent that these savings could have no appreciable effect upon such 
general level. .. 

As a matter of law, the application should be denied by reason 
of the failure of the applicants to apply for authority to acquire con- 
trol of the Burlington by the new company. Contrary to the conten- 
tions of the applicants, such control does not involve the continuation 
of an existing situation. For equal ownership by two independent 
and competing companies it substitutes complete ownership by a 
single and consolidated company. This is a change which requires 
the specific authority of the Commission on an application specifically 
requesting it. No such application has been made, nor has any proof 
been offered that such a change would be in the public interest. Mere 
proof that determination of the —o divided control would be harm- 
ful to the Northern Lines falls far short of being proved that com- 
— control by the two combined would be in the public interest. 

o one in this case is proposing a dissolution of the present point 
control. Evidence that its results would be harmful even if estab- 
lished is no evidence that single and complete control would be in 
the public interest. 


Throughout the applicants’ argument and brief it is repeatedly 
stated that the purpose of the St. Paul is to require one of the North- 
ern Lines to dispose of its Burlington stock to the other and itself 
to unite with the St. Paul. Such is not the | ~-y of the St. Paul’s 
op osition. If such were its purpose it could not be accomplished in 

s case. Nor is it true that the grounds of the St. Paul‘s opposition 
necessarily lead to the conclusion that no solution other that it is 
a Nor, if this were so, is the answer of the applicants avail- 
ng. That answer is that since neither Northern Lines can be com- 
pelled to dispose of its Burlington stock and hence what it erro- 
neously assumes to be the Milwaukee’s solution of the consolidation 
problem of the northwest is susceptible of accomplishment the North- 
ern Lines must be permitted by the Commission to consolidate with 
each other. Neither the premise nor the conclusion is sound. The 
St. Paul is not advocating a dissolution of the present community of 
interest in the ownership of the Burlington. If, however, the only 
solution which squares with the requirements of the transportation 
act calls for such dissolution, there is ample authority in Congress 
to accomplish such result. But in no event is the conclusion that 
the only other alternative is to permit the Northern Lines themselves 
to merge a sound one. There is another alternative equally easy 
of accomplishment. That is to let the situation remain as it is, 
and it is this and not dissolution of the present joint control of the 
Burlington which the St. Paul is advocating. The argument of the 
applicants in this = amounts to but this: that because the Great 

orthern and Northern Pacific. many years ago each elected to 
acquire a half interest in a railroad forming the natural eastern con- 
nection of each, they must now be permitted to consolidate that 
divided control into a single and undivided control and for that 
purpose themselves to consolidate irrespective of the effect of their 
consolidation either upon competition, the realization of the policy 
of Congress in respect of consolidations, the requirements of the 
statute, defining the tests by which any proposed consolidations are 
to be judged, or of any interest save that of themselves and their 
stockholders. The earnestness and frequency with which this argu- 
ment is made by the Northern Lines serves but to confirm the sus- 


-Ppicion that.the real purpose of this application is to convert their 
present divided control of the Burlington into a single and unified 
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control and that but for this purpose they would not themselves be 
seeking to unite the two strongest railroads and the two most com. 
peting railroads in the northwest, and thus bring about a situation 
so a to the policy of the law as declared in the transpor. 
tation act. 


H. J. Pickering, representing a committee on public affairs 
of Superior, Wis., argued in support of the applications. 

Following Mr. Wood, F. L. Shull, representing the Oregon 
commission, the Oregon State Chamber of Commerce, and the 
Portland (Ore.) Chamber of Commerce, argued in support of 
the applications. M. F. Joyce, for the Minneapolis & St. Louis, 
opposed the granting of the application. Others assigned time 
for argument were: E. C. Lindley, for the non-assenting stock. 
holders; J. P. Neal, of the Department of Public Works of the 
state of Washington, opposed to the unification; Neill Garrett, 
for state of Iowa; J. H. Henderson, for the Iowa commission; 
Samuel Bryan, for the Wisconsin commission; C. E. Childe, for 
the Nebraska commission; F. S. Keiser, for the Duluth Chan.- 
ber of Commerce; and K. K. Gartner, for the Fargo Chamber 
of Commerce, all in opposition to the applications; C. A. Mil- 
ler, for the short lines; A. Ueland, for the Minneapolis, Red 
Lake & Manitoba; L. B. Byard, for the Minneapolis, Anoka & 
Cayuga Range; and R. M. Shaw, for the Chicago Great Western. 


COMMISSION ORDERS 


No. 19153, Fitchburg ‘Gas & Electric Light Co. vs. Boston 
& Maine et al. The petition by complainant in this case to 
consolidate this case with No. 21075, New England Traffic 
League et al. vs. Boston & Maine et al., and related cases, and 
further consideration of the records in said cases has been 
denied. 

No. 18426, Federated Metals Corp. vs. Illinois Central et 
al. The order entered in this proceeding on July 18, 1928, as 
subsequently modified, has been further modified by inserting 
after the word “spelter” and before the word “which” in line 
11 of said order, the words “to destinations to which rates are 
not now published.” 

No. 18426, Federated Metals Corp. vs. Illinois Central et al. 
The order entered in this proceeding on July 18, 1928, and sub- 
sequently modified, has been further modified so that it will 
become effective on October 20, 1928, on 20 days’, instead of 30 
days’ notice, with respect to rates between Beckemeyer, II, 
and Illinois Rate Committee Territory. 

No. 16729, Southwestern Milling Co., Inc., vs. Santa Fe et 
al. The order entered in this proceeding on July 10, 1928, which 
by its terms is made effective on October 1, 1928, upon not less 
than 30 days’ notice, has been modified so as to permit the 
defendant, Kansas City Southern, to comply therewith on Octo- 
ber, 1, 1928, upon not less than 1 day’s notice; but in all other 
respects the said order of July 10, 1928, shall remain in full 
force and effeet. 

Fourth Section Applications Nos. 2893 and 12972. The peti- 
tions for modification of Supplemental Fourth Section Order 
No. 2499, grain rates from N. D. and S. D., entered June 25, 
1928, in said application No. 2893, and Fourth Section Order 
No. 9859, grain rates from N. D. and S. D., entered June 25, 
1928, in application 12972, have been denied. 

Finance No. 6781, application of Sacramento Northern for 
a certificate authorizing it to construct a line of railroad in 
Solano, Napa and Sonoma counties, California; finance No. 7024, 
application of Western Pacific California Railroad for certificate 
to construct a line of railroad from Nile-Garden to Kings River, 
Calif.; finance No. 7025, application of Western Pacific Cali- 
fornia Railroad for certificate to construct a line of railroad 
from San Francisco to Redwood City, Calif.; and finance No. 
7027, application of Western Pacific for certificate to construct 
a branch line of railroad in San Joaquin county, California. 
Southern Pacific permitted to intervene. 


No. 21026, the Carbon Limestone Co. vs. Pennsylvania. 
North American Cement Corp. permitted to intervene. 

No. 21162, Merck & Co., Inc., vs. Baltimore & Ohio et al. 
Monsanto Chemical Works permitted to intervene. 

No. 21067, Inland Box Corp. vs. Arkansas & Louisiana Mis- 
souri et al. Alton Box Board & Paper Co. permitted to intervene. 

No. 21045, New England Lime Manufacturers’ Association 
et al. vs. Boston & Maine et al. North American Cement Corp. 
permitted to intervene. 

No. 21164, Iola Cement Mills Traffic Association et al. vs. 
Abilene & Southern et al. Oklahoma Portland Cement Co. per- 
mitted to intervene. 

No. 21375, American Salt Corp. et al. vs. Santa Fe et al. 
Independent Salt Co. and Swift & Co. permitted to intervene. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Monte & Co., Inc., permitted to intervene. 

No. 21306, Champion Coated Paper Co. et al. vs. Alabama 
Great Southern et al. Wisconsin Paper & Pulp Manufacturers’ 
Traffic Association permitted to intervene. 

No. 21254, Kentucky Rock Asphalt Co. et al. vs. Aberdeen 
& Rockfish et al. Interstate Amiesite Co. permitted to intervene. 

No. 21334, the American Sugar Refining Co. et al. vs. Bur- 
lington et al. Imperial Sugar Co. permitted to intervene. 

No. 21206 (Sub. 1), Wichita Chamber of Commerce et al. 
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GREAT SERVICE RESOURCES 


~quiet rooms, famous restaurants 


A: THE PALMER HOUSE, you are in 
Chicago's business, shopping and 
amusement center. 

Further than this, the great service 
resources of the hotel make possible 
numerous, uncommon comforts and 
conveniences. 

Two orchestras furnish concert and 
dance music. Four restaurants, com- 
fortably cooled in warm weather, pro- 
vide a la carte or table 
d’hoteservice.TheFoun- 


tain Room, beauty shop, hospital, li 
brary and children's playground typi 
a few of the resources at your co! 

Right in the hotel, too, are many 
of the City’s smartest fashion and 
specialty shops. 

Rooms for one, $4 to $10—for two, 
$7 to $12. Suites [one to five rooms] 
per room, $9 to $11. Reductions for 
monthly or seasonal occupancy. 

Watrtsr L. Grscorr 
Muameger 
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each competitive area and not a collection of strong and weak lines 
-in each. To make the situation worse it combines the strongest lines 
in the territory against those which are already weaker with two 
results: First, in so far as a reasonably balanced condition exists 
today, it exists solely by reason of the independent operation of the 
lines sought to be united which will be immediately destroyed by their 
union. Second, by placing them together it destroys all possibility, 
either of restoring such balance or of creating another to take its place. 

Within the northern tier of states from the Great Lakes: to the 
Pacific, where the Northern Lines are located, their mileage is over 
50 per cent of the total. In that vast and largely undeveloped empire 
ve between the western boundary of Minnesota and the Pacific, a 
territory approximately 1,500 miles long and over 200 miles wide, the 
Northern Lines have nearly two-thirds of the total mileage and 
originate 70 per cent of all the traffic originating therein. As in the 
case of relative rates of return, there is an approximate balance in 
these respects in this territory growing out of the independent own- 
ership and operation of the Northern Lines, whose mileage and 
originated traffic in the territory is approximately the same. Putting 
them together destroys this balance and gives to the combined lines 
command and domination of 70 per cent of the traffic originating in 
this territory. 

Between the western boundary of North Dakota and the Pacific 
is an area 1,000 miles long and 200 miles wide wherein the chief com- 
petition, other than that between the Northern Lines themselves is 
afforded by the western extension of the St. Paul, the weakest of 
its system, the Northern Lines together handle 67 per cent of the 
competitive traffic, as to which all existing competition between them 
will be destroyed. Within this territory they are today, according 
to their own admissions, not only in competition with each other but 
each is the most effective competitor of the other. The result of the 
merger, therefore, will be not only to give to the Northern Lines 
‘command and domination of over 70 per cent of the traffic originating 
in this territory, but to destroy the most effective competition now 
existing and leave only that which is the least effective. The ehief 
executive officers of the Northern Lines admitted that a railroad’s 
command of competitive traffic depended largely upon the number of 
industries aan served by it. As a result of the merger the 
preponderance of all industries in this territory will be exclusively 
located on the Northern Lines and that competition between them at 
industries now Common to both, of which there are many, will be 
completely destroyed. The chief executives of the Northern Lines also 
admitted that by reason of the greater distributive area which would 
be served by the merged line and by reason of their greater strength, 
their merger would have a tendency to cause new industries seeking 
a location to locate on the Northern Lines instead of on others, which 
will thus increase for the future their command of competitive traffic 
and accentuate the unbalanced condition both as to competition, 
traffic handled and rates of return which will be created at the outset. 
Yet, notwithstanding these facts, under a statute which requires that 
competition be preserved as fully as possible, the applicants ask the 
Commission to shut their eyes to these results and authorize 
the merger. 

It should be plain from the foregoing review that the proposed 
merger does not meet either of the major requirements of the con- 
solidation provisions, is inconsistent with both and will render the 
ultimate realization of the congressional purpose impossible. 

Assuming that no economies may be realized without the merger, 
however, the economies planned could never have any appreciable 
effect upon the rate structure. The total amount, $10,000,000, is less 
than one-fourth of 1 per cent of the revenues of the western district 
and less than 1% per cent of the revenues of the lines in the north- 
western territory. Since the general level of rates are made with 
respect to the condition of the lines as a whole, it is, therefore, appar- 
ent that these savings could have no appreciable effect upon such 
general level. . 

As a matter of law, the application should be denied by reason 
of the failure of the applicants to apply for authority to acquire con- 
trol of the Burlington by the new company. Contrary to the conten- 
tions of the applicants, such control does not involve the continuation 
of an existing situation. For equal ownership by two independent 
and competing companies it substitutes complete ownership by a 
single and consolidated company. This is a change which requires 
the specific authority of the Commission on an application specifically 
requesting it. No such application has been made, nor has any proof 
been offered that such a change would be in the public interest. Mere 
proof that determination of the —a divided control would be harm- 
ful to the Northern Lines falls far short of being proved that com- 
_— control by the two combined would be in the public interest. 

o one in this case is proposing a dissolution of the present point 
control. Evidence that its results would be harmful even if estab- 
lished is no evidence that single and complete control would be in 
the public interest. 


Throughout the applicants’ argument and brief it is repeatedly 
stated that the purpose of the St. Paul is to require one of the North- 
ern Lines to dispose of its Burlington stock to the other and itself 
to unite with the St. Paul. Such is not the _. of the St. Paul’s 
opposition. If such were its purpose it could not be accomplished in 
this case. Nor is it true that the grounds of the St. Paul‘s opposition 
necessarily lead to the conclusion that no solution other that it is 
—a Nor, if this were so, is the answer of the applicants avail- 
ng. That answer is that since neither Northern Lines can be com- 
pelled to dispose of its Burlington stock and hence what it erro- 
neously assumes to be the Milwaukee’s solution of the consolidation 
problem of the northwest is susceptible of accomplishment the North- 
ern Lines must be permitted by the Commission to consolidate with 
each other. Neither the premise nor the conclusion is sound. The 
St. Paul is not advocating a dissolution of the present community of 
interest in the ownership of the Burlington. If, however, the only 
solution which squares with the requirements of the transportation 
act calls for such dissolution, there is ample authority in Congress 
to accomplish such result. But in no event is the conclusion that 
the only other alternative is to permit the Northern Lines themselves 
to merge a sound one. There is another alternative equally easy 
of accomplishment. That is to let the situation remain as it is, 
and it is this and not dissolution of the present joint control of the 
Burlington which the St. Paul is advocating. The argument of the 
—— in this no amounts to but this: that because the Great 

orthern and Northern Pacific: many years ago each elected to 
acquire a half interest in a railroad forming the natural eastern con- 
nection of each, they must now be permitted to consolidate that 
divided control into a single and undivided control and for that 
purpose themselves to consolidate irrespective of the effect of their 
consolidation either upon competition, the realization of the policy 
of Congress in respect of consolidations, the requirements of the 
statute, defining the tests by which any proposed consolidations are 
to be judged, or of any interest save that of themselves and their 
stockholders. The earnestness and frequency with which this argu- 
ment is made by the Northern Lines serves but to confirm the sus- 
-picion that.the real purpos 


present divided control of the Burlington into a single and unified 
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control and that but for this purpose they would not themselves be 
seeking to unite the two strongest railroads and the two most com. 
peting railroads in the northwest, and thus bring about a situation 
so — to the policy of the law as declared in the transpor. 
tation act. 


H. J. Pickering, representing a committee on public affairs 
of Superior, Wis., argued in support of the applications. 

Following Mr. Wood, F. L. Shull, representing the Oregon 
commission, the Oregon State Chamber of Commerce, and the 
Portland (Ore.) Chamber of Commerce, argued in support of 
the applications. M. F. Joyce, for the Minneapolis & St. Louis, 
opposed the granting of the application. Others assigned time 
for argument were: E. C. Lindley, for the non-assenting stock. 
holders; J. P. Neal, of the Department of Public Works of the 
state of Washington, opposed to the unification; Neill Garrett, 
for state of Iowa; J. H. Henderson, for the Iowa commission; 
Samuel Bryan, for the Wisconsin commission; C. E. Childe, for 
the Nebraska commission; F. S. Keiser, for the Duluth Cham. 
ber of Commerce; and K. K. Gartner, for the Fargo Chamber 
of Commerce, all in opposition to the applications; C. A. Mil- 
ler, for the short lines; A. Ueland, for the Minneapolis, Red 
Lake & Manitoba; L. B. Byard, for the Minneapolis, Anoka & 
Cayuga Range; and R. M. Shaw, for the Chicago Great Western. 


COMMISSION ORDERS 


No. 19153, Fitchburg Gas & Electric Light Co. vs. Boston 
& Maine et al. The petition by complainant in this case to 
consolidate this case with No. 21075, New England Traffic 
League et al. vs. Boston & Maine et al., and related cases, and 
further consideration of the records in said cases has been 
denied. 

No. 18426, Federated Metals Corp. vs. Illinois Central et 
al. The order entered in this proceeding on July 18, 1928, as 
subsequently modified, has been further modified by inserting 
after the word “spelter” and before the word “which” in line 
11 of said order, the words “to destinations to which rates are 
not now published.” 

No. 18426, Federated Metals Corp. vs. Illinois Central et al. 
The order entered in this proceeding on July 18, 1928, and sub- 
sequently modified, has been further modified so that it will 
become effective on October 20, 1928, on 20 days’, instead of 30 
days’ notice, with respect to rates between Beckemeyer, III, 
and Illinois Rate Committee Territory. 

No. 16729, Southwestern Milling Co., Inc., vs. Santa Fe et 
al. The order entered in this proceeding on July 10, 1928, which 
by its terms is made effective on October 1, 1928, upon not less 
than 30 days’ notice, has been modified so as to permit the 
defendant, Kansas City Southern, to comply therewith on Octo- 
ber, 1, 1928, upon not less than 1 day’s notice; but in all other 
respects the said order of July 10, 1928, shall remain in full 
force and effect. 

Fourth Section Applications Nos. 2893 and 12972. The peti- 
tions for modification of Supplemental Fourth Section Order 
No. 2499, grain rates from N. D. and S. D., entered June 25, 
1928, in said application No. 2898, and Fourth Section Order 
No. 9859, grain rates from N. D. and S. D., entered June 25, 
1928, in application 12972, have been denied. 

Finance No. 6781, application of Sacramento Northern for 
a certificate authorizing it to construct a line of railroad in 
Solano, Napa and Sonoma counties, California; finance No. 7024, 
application of Western Pacific California Railroad for certificate 
to construct a line of railroad from Nile-Garden to Kings River, 
Calif.; finance No. 7025, application of Western Pacific Cali- 
fornia Railroad for certificate to construct a line of railroad 
from San Francisco to Redwood City, Calif.; and finance No. 
7027, application of Western Pacific for certificate to construct 
a branch line of railroad in San Joaquin county, California. 
Southern Pacific permitted to intervene. 


No. 21026, the Carbon Limestone Co. vs. Pennsylvania. 
North American Cement Corp. permitted to intervene. 

No. 21162, Merck & Co., Inc., vs. Baltimore & Ohio et al. 
Monsanto Chemical Works permitted to intervene. 

No. 21067, Inland Box Corp. vs. Arkansas & Louisiana Mis- 
souri et al. Alton Box Board & Paper Co. permitted to intervene. 

No. 21045, New England Lime Manufacturers’ Association 
et al. vs. Boston & Maine et al. North American Cement Corp. 
permitted to intervene. 

No. 21164, Iola Cement Mills Traffic Association et al. vs. 
Abilene & Southern et al. Oklahoma Portland Cement Co. per- 
mitted to intervene. 

No. 21375, American Salt Corp. et al. vs. Santa Fe et al. 
Independent Salt Co. and Swift & Co. permitted to intervene. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Monte & Co., Inc., permitted to intervene. 

No. 21306, Champion Coated Paper Co. et al. vs. Alabama 
Great Southern et al. Wisconsin Paper & Pulp Manufacturers’ 
Traffic Association permitted to intervene. 

No. 21254, Kentucky Rock Asphalt Co. et al. vs. Aberdeen 
& Rockfish et al. Interstate Amiesite Co. permitted to intervene. 

No. 21334, the American Sugar Refining Co. et al. vs. Bur- 
lington et al. Imperial Sugar Co. permitted to intervene. 

No. 21206 (Sub. 1), Wichita Chamber of Commerce et al. 
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GREAT SERVICE RESOURCES 


~quiet rooms, famous restaurants 


A: THE PALMER HOUSE, you are in 
Chicago's business, shopping and 
amusement center. 

Further than this, the great service 
resources of the hotel make possible 
numerous, uncommon comforts and 
conveniences. 

Two orchestras furnish concert and 
dance music. Four restaurants, com- 
fortably cooled in warm weather, pro- 
vide a la carte or table 
d’hoteservice. The Foun- 


tain Room, beauty shop, hospital, li 
brary and children’s playground typi 
a few of the resources at your Co! 

Right in the hotel, too, are many 
of the City’s smartest fashion and 
specialty shops. 

Rooms for one, $4 to $10—for two, 
$7 to $12. Suites [one to five rooms] 
per room, $9 to $11. Reductions for 
monthly or seasonal occupancy. 

Watrtsr L. Grecorr 





Broadcasting from Stations WJ] JD 


Unusvattyr Quiet Rooms—i1n THE CENTER OF Cmzrcaco 


HOME OF THE TRAFFIC CLUB OF CHICAGO 











772 
vs. Santa Fe et al. Topeka Chamber of Commerce permitted 
to intervene. 

Finance No. 7028, application of Sacramento Northern for 
a certificate to construct a line of railroad in Yolo, Solano and 
Sacramento counties, California. Southern Pacific permitted to 
intervene. 

No. 21301, Armstrong Cork Co. vs. Southern Pacific et al. 
Southern Pacific dismissed as a defendant hereto. 


DESCRIPTION OF SCRAP 


The shippers’ sub-committee appointed to work out a descrip- 
tion of scrap iron and steel, of which Murray N. Billings, of 
the Illinois Steel Company, is chairman, has sent out the fol- 


lowing announcement: 

The Consolidated Classification Committee has docketed the de- 
scription of scrap as subject No. 161 and arrangements have been 
made with it to appear at 10 a. m. October 18, room 408, 143 Liberty 
Street, New York; 10 a. m. October 24, room 404, Chicago Union Sta- 
tion, Chicago, and 10 a. m. October 31, room 1015, 101 Marietta Street, 
Atlanta, Ga. ‘ p 

It is believed that these hearings will give opportunity to every- 
one interested to fully discuss the matter and that an agreed de- 
scription can be reached between the classification committee and 
the ‘shippers. ; 

Following this, it is intended to have a further conference in 
Washington, D. C., with the railroad associations, to which will be 
invited representatives of the Commission for the purpose of approv- 
ing the agreed description reached with the classification committee. 


CHANGE IN DOCKET 


Hearing in finance No. 6951 and finance No. 7015, assigned 
for October 1, at Washington, D. C., before Examiner Boles, was 
canceled and reassigned for October 4, at Washington, D. C. 





FALSE BILLING FINE 


The bureau of inquiry of the Commission has received in- 
formation from the United States attorney at Burlington, Vt., 
to the effect that the Hudson Bag Co. of Brooklyn, N. Y., has 
pleaded guilty to an indictment charging false billing in viola- 
tion of section 10 of the interstate commerce act and paid a 
fine of $1,000. The indictment was returned in January. At the 
same time an indictment was returned against the Moore & 
Thompson Paper Co. of Bellow Falls, Vt., a subsidiary corpora- 
tion of the Hudson Bag Co. When the fine settlement was 
effected a nolle prosequi was entered in the case of the Moore 
& Thompson Paper Co. 

The indictments against the corporations charged that car- 
load shipments which actually consisted of gummed paper were 
described in shipping orders as wrapping paper and that by 
this means transportation in interstate commerce was obtained 
at less than the lawfully published rates. 

The cases were investigated by a special agent of the bu- 
reau of inquiry and the United States attorney was assisted by 
one of the attorneys of that bureau. 


SHIP DEVIATION CASE 


“A case involving an amount of money aggregating $180,000 
and an interesting and important point in admiralty law, is 
brought before the Supreme Court of the United States in a 
petition filed by the Department of Justice asking a review of 
a decision of the Circuit Court of Appeals for the Second Cir- 
cuit, relating to the Shipping Board vessel West Aleta,” says 
the department in a statement, continuing as follows: 

s 


The question involved in this case arises out of the fact that 
the ‘‘West Aleta,’’ owned by and documented in the name of the 
United States, was loaded at San Francisco and other Pacific coast 
ports for European destinations, including the ports of Hamburg and 
Rotterdam. The bills of lading, covering a large cargo, namely, sev- 
eral thousand tons of nonperishable commodities, including wine, 
brandy, and oil, contained what is known as a “Liberties clause,”’ 
which authorized the vessel ‘“‘to touch at any port or: ports, in any 
rotation or order in, or out of, the customary route and to call at 
any port or ports more than once, unto the port of Rotterdam.’”’ 

While en route from Hamburg and off the coast of Holland, the 
‘West Aleta’ stranded and with her cargo became a total loss. The 
Department of Justice, in its petition to the Supreme Court, says: 
‘Unless the vessel deviated in making Hamburg her first and Rotter- 
dam her second port of call and delivery, it was conceded that the 
vessel and her owners and operators were relieved from liability for 
the losses under the Harter act and by the exceptions clauses of 
the bills of lading.’’ Both the lower courts held the routing to Ham- 
burg to be a deviation, and this the Department of Justice contends 
is an error and that the United States as owners of the vessel, is 
entitled to relief from liability for the losses, if the clauses in the 
bill of lading are properly followed. The department also contends 
that the construction placed upon this contract of shipment by the 
lower courts in this case runs counter to a decision in another circuit 
court of appeals of the United States. 


Cc. F. A. FERTILIZER RATES 


Central territory railroads waived application for an inter- 
locutory injunction in equity No. 8582, Akron, Canton & Youngs- 
town and others against the United States (see Traffic World, 
Sept. 29, page 705), at the hearing set before Judge Wilkerson, 
October 4, in the federal court for the northern district of 
Illinois, eastern division (Chicago). As explained by L. P. Day, 


of the New York Central, the interlocutory injunction against 
the Commission’s order in the Ohio Farm Bureau Federation 
case and the cases joined with it, 146 I. C. C. 419, was sought 
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to make unnecessary filing of the tariffs. The tariffs had beep 
filed, Mr. Day said, to go into effect October 5. The order of 
the Commission required the establishment of a distance scale 
on fertilizer and fertilizer materials in C. F. A. territory. Hear. 
ing on the application for a permanent innjunction was set for 
October 30. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and map of National Reporter 


nae by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Users of public highways, 
though engaged exclusively in interstate commerce, are subject 
to regulations by the state to insure safety and convenience 
and conservation of the highways, so that ordinance for such 
purpose prohibiting operation of certain kind of autobusses on 
certain streets is not as to such users void as a regulation of 
interstate commerce.—Penn Jersey Rapid Transit Co. vs. City 
of Camden, 142 Atl. Rep. 821. 

Mere fact that a company engaged in operating autobusses 
may not make a profit because of a regulation in an ordinance 
prohibiting operation of certain kind of autobusses on certain 
streets does not show that the regulation is discriminatory or 
unreasonable.—Ibid. 

Ordinance prohibiting operation of double-decked auto- 
busses, not equipped with pneumatic tires, on certain streets, held 
void as unreasonable; the number of decks presenting no substan- 
tial basis for classification for regulation to conserve the high- 
ways, the weight of the vehicle, and not its height, bearing 
relationship to the evil designed to be prevented, for the pres- 
ervation and proper maintenance of the streets.—Ibid. 

(Supreme Court of South Carolina.) Ordinance of city of 
Columbia requiring jitneys to operate on prescribed routes and 
schedules held valid, under act March 2, 1871, sec. 10 (14 St. 
at Large, p. 572), Civ. Code 1922, sec. 4727, and Acts 1928, p. 
1229, providing for control by certain cities of transportation 
by motor vehicles.—Huffman et al. vs. City of Columbia et al., 
144 §. E. Rep. 157. 

No one has inherent right to carry on private business along 
public streets, but such right can be exercised only under terms 
and conditions imposed by city authorities.—Ibid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(City Court of New York, Bronx County.) Bill of lading, 
exempting carrier from liability as to property taken from sta- 
tion, wharf, or landing at which there was no regularly ap- 
pointed freight agent until after cars are attached to train, held 
not to exempt carrier from liability for shipment destroyed 
while freight car was on private siding, after being loaded and 
sealed, where carrier had regular freight agent at station and 
bil] of lading did not refer to sidings.—Crane, Hayes & Co. vs. 
New York, N. H. & H. R. Co., 230 N. Y. Sup. 427. 

Issuance of bill of lading for sealed car raised inference of 
appropriation of possession of goods for purpose of carriage, 
though sealed car remained on shipper’s private land, which 
did not interfere with carrier’s right to remove car, in deter- 
mining carrier’s liability for loss by fire while car was on private 
oe in view of act Feb. 13, 1913, sec. 1 (18 USCA, sec. 409).— 

Where shipper loaded and sealed car on its private siding, 
and carrier issued bill of lading for car, and there was nothing 
further for shipper to do but await carrier’s convenience in 
moving car as customary, carrier was liable for loss to shipment 
by fire without fault while car remained on private siding.—Ibid. 

Delivery to carrier is good, if made at place designated 
by it, whether freight car or station or place on public highway, 
where carrier stands ready to take delivery and assume its 
obligation as such.—Ibid. 

At common law, placing of goods by shipper at place at 
which they were accustomed to be deposited is sufficient de- 
livery to charge carrier as insurer.—Ibid. 

(Supreme Court of Florida, Division B.) A common-law 
action against a common carrier for negligently transporting 
strawberries in interstate commerce is barred after two years 
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and one day from the disallowance of the claim, or any part 
of it, under the terms of a contract between the shipper and 
the carrier for transportation and delivery, which by virtue of 
section 438 of the transportation act of 1920 (49 USCA, sec. 
20; Comp. St., sec. 8604a) was permitted to be imposed.—aAt- 
lantic Coast Line R. Co. vs. Wauchula Truck Growers’ Assn., 
118 So. Rep. 52. 

It is error to admit in evidence depositions taken in a former 
suit predicated on the same cause of action, without showing 
that said depositions had been preserved and perpetuated in 
accordance with the statutes of this state and rules of practice 
affecting the same.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of South Dakota.) Conflicting testimony 
makes question of fact for determination of jury.—Ryan vs. 
Chicago, M. & St. P. Ry. Co., 220 N. W. Rep. 905. 

Where hogs were shipped under live stock shipper’s contract, 
naming shipper as consignee, railroad’s delivery of the hogs to 
the buyer from shipper, who had ordered the hogs and who 
had authority from shipper to receive them, held not to con- 
stitute wrongful delivery rendering carrier liable to shipper for 
conversion, though sale was for cash and buyer failed to pay 
draft.—Ibid. 

Delivery of goods from seller to buyer, though conditioned 
upon buyer’s payment for the goods so that seller retains title, 
is nevertheless delivery by -seller sufficient to relieve carrier 
from liability for conversion.—Ibid. 

Where live stock shipper’s contract was not in form of bill 
of lading as defined by Rev. Code 1919, secs. 1131-1133, railroad 
could make delivery to consignee’s agent without production of 
contract as is required in case of bill of lading.—Ibid. 


2. <2 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 





(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(District Court, S. D., New York.) A bill of lading, ac- 
cepted by a shipper on delivery of goods to a carrier, constitutes 
contract of carriage between them.—United States vs. United 
States Steel Products Co., 27 Fed. (2d) Rep. 547. 

If shipper delivers bill of lading to another, and thereby 
transfers title to goods, he is not relieved from contractual 
obligations, evidenced by bill of lading, nor does carrier’s de- 
livery of goods to consignee necessarily have that effect.—Ibid. 


If, under terms of bill of lading, shipper is primarily obli- 
gated to pay freight, demurrage, or other charges, carrier may 
look to him alone, and need not enforce lien on goods, or seek 
payment from consignee on latter’s promise, inferred from his 
acceptance of goods.—Ibid. 


Obligation of shipper under terms of bill of lading to pay 
freight, demurrage, or other charges after delivery of goods to 
consignee is purely contractual, and in each case depends on 
construction of bill of lading.—Ibid. 


Copsignor cannot recover from carrier damages flowing 
from injury to goods, where consignor’s property interest in 
goods ceased prior to injury.—Ibid. 


On libel by carrier to recover under bills of lading charges 
incurred by carrier in reconditioning goods alleged to have been 
damaged without fault chargeable to carrier, held that, notwith- 
standing delivery by shipper to consignee of bills of lading, thus 
parting with title, shipper was entitled by cross-bill to sue car- 
rier for any breach of contract by carrier on shipper filing an 
= ratifying suit against carrier, executed by consignee. 
—I 4 

Under clause in bills of lading permitting carrier to recover 
any special charges in respect to cargo incurred by damage from 
defects, if carrier exercised due diligence to make steamer sea- 
worthy and have her properly manned, equipped, and supplied, 
held, that carrier was not entitled to recover of shipper expenses 
incurred in reconditioning cargo of steel damaged by steam 
escaping from break in steam pipe, in view of evidence that 
steam had been escaping for some time, and that failure to dis- 
cover it promptly was due to inattention and neglect of watch- 
men, who in their rounds should have discovered steam escap- 
ing from ventilator, thus justifying finding that owner did not 
exercise due diligence to have vessel properly manned. 


CONSOLIDATION OF BOARD LINES 


The Shipping Board has disapproved a recommendation 
made by Vice-President Dalton, of the Fleet Corporation, looking 
to the consolidation of the board’s shipping services so that a 
reduction in the number of lines operated would be effected, it 
is understood. The board did not make public any statement 
with reference to the matter. 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureay 


Increasing strength was in evidence in the overseas charter 
markets in the last week. Grain trading was more active and 
rates for full cargoes showed a tendency toward: higher levels. 
Rates on coal shipments also moved upwards. 

Among the trans-Atlantic grain charters were vessels from 
Montreal to the Mediterranean, for November loading, at 18 to 
19 cents, and for the last half of October at 20 cents to Sweden. 
In the coal trade, vessels were closed from Hampton Roads to 
Santos, for November loading, at $3.75 a ton, representing a 
slight advance over previous levels. 

Quotations for grain shipments on regular liners ranged 
as follows: 2s to 2s 6d to United Kingdom ports, 10 cents to 
Antwerp-Rotterdam, 12 cents to Bremen, 10 cents to Hamburg, 
13 cents to French Atlantic, 15 cents to West Italy, and 19 
cents to Venice, Trieste and Greece, all for prompt loading. 
West Coast South America, Mexico and Central American Ports 


Rate Changes 


West Coast South American Section—Effective October 8, 1928, 
through April 1, 1929, bottles, common (beverage), group No. 1 (as 
below), 50 cents per 100 pounds; group No. 2 (as below), 70 cents per 
100 pounds; group No. 3 (as below), 90 cents per 100 pounds, except 
to Buenaventura, the rate will be 70 cents per 100 pounds. Bottles, 
common (prescription) group No. 1 (as below), 60 cents per 100 
pounds; group No. 2 (as below), 80 cents per 100 pounds; group No. 
3 (as below), $1 per 100 pounds, except to Buenaventura, the rate 
will be 80 cents per 100 pounds. Bottles, common (N. O. S.), group 
No. 1 (as below), 75 cents per 100 pounds; group No. 2 (as below), 
95 cents per 100 pounds; group No. 3 (as below), $1.15 per 100 pounds, 
except to Buenaventura, the rate will be 95 cents per 100 pounds, 

Group No. Ports—Puerto Bolivar, Guyaquil and La Libertad, 
Chimbate, Payta, Pacasmayo, Puerto Chicama, Salaverry, Pisco, 
Callao, Mollendo, Ilo, Talara, and Lobitos, Peru; Arica, Chanaral, 
Coquimbo, Tocopilla, Taltal, Iquique, Valparaiso, San Antonio, Tal- 
cahuano and Antofagasta, Chile. 

Group No. 2 Ports—Eten, Supe, Samanco, Casma, Huacho, Huar- 
mey, Cerroazue, Lornas, Chala, Tambo de Mora and Zorritas, Peru; 
Gatico, Lota, Caleta Buena, Penco, Tome, Caldera, Pisaqua and 
Huasco, Chile. 

Group No. 3 Ports—Buenaventura and Tumaco Col; Esmeraldas, 
Bahia de Caraquez and Manta, Ecuador. 

Central American Section—Effective October 8, 1928. Paper bags, 
including crinkled bag and barrel lining, 25 cents per cubic foot to all 
ports except Mazatlan. The rate to Mazatlan will remain unchanged 
at $2 per 100. 

Levant, Black Sea and Adriatic—Cleansers $18 per ton of 2,240 
pounds weight to the same ports. Conference contracts on the fol- 
lowing commodities have been extended through the calendar year 
1929; metal beds and springs, fertilizer, flour and kindred commodities, 
oil, grease and wax, rubber tires and tubes, phosphate acid, pumps 
and parts, refrigerators and road rollers. 

Venezuela and Guiana—Effective September 22 ocean rate on 
raw cotton to Puerto Cabello, Laguayra and Maracaibo has been re- 
duced 25 per cent. The following changes effective the same date 
have been made to Curacao, Maracaibo, Puerto Cabello and Laguayra; 
bottle tops, 30 cents per cubic foot; sides of beef, frozen, $3.50 per 
100 pounds. 

. River Plate and Brazil 

Bazil—Effecivte October 8th, newspapers and magazines (old), 
measuring 60 cubic feet to 2,240 pounds and over, 5th class w/m, 
measuring under 60 cubic feet to 2,240 pounds 5dth class weight. 
Aeroplanes weight increased up to three tons, same rates apply. 

River Plate—Effective October 8th, blankets, except cotton, first 
class; bankets, cotton, third class. Newspapers and magazines (old), 
measuring 60 cubic feet to 2,240 pounds and over, 5th class w/m, 
measuring under 60 cubic feet to 2,240 pounds 5th class weight. 
Aeroplanes weight increased up to three tons, same rates apply. 

Far East 

Bottle wrappers (paper), $11 per ton w/m effective September 
26th; pig iron, $6 per 2,240 pounds to June 30, 1929; rock asphalt, $7 
per 2,000 pounds f. o. b. vessels by tipple; whiting, $10 w/m effective 
September 14th. Wire insulated change to wire insulated n. o. s. 
Asphaltum, mineral colza oil, mineral seal oil, transil and transformer 
oil, open. 


The four lines directly involved in the New York, Antwerp, 
Rotterdam rate war are reported to have reached a prelim- 
inary agreement for the division of the eastbound and west- 
bound traffic and all that now remains to be worked out is the 
share the companies will receive, based on the type of ships 
they employ and the number of sailings they maintain yearly. 

Representatives of the Red Star, Holland-America, Black 
Diamond and Lloyd Royal Belge lines for the last few weeks 
have been holding discussions in Antwerp and Rotterdam with 
the view of working out an agreement which would settle the 
disastrous trade fight which has demoralized North Atlantic 
freight rates. 

These meetings are said to have been adjourned and the 
representatives are now proceeding to take up the new work- 
ing arrangement with their principals, which in the case of the 
Red Star and Black Diamond are in the United States. 

If peace is restored to the New York, Antwerp, Rotterdam 
trades, shipping men believe that it will be on the basis of the 
pooling arrangement outlined above and will not include any 
freight rate diffierential for the slower cargo vessels under the 
fast passenger liners. 


Great Britain and Ireland 


The following new rates were established to United King- 
dom ports: 


Batteries and cells, electrical dry, 75 cents per 100 pounds; boards, 
ironing and pastry, in the white, $1.20 per 100 pounds; cleaner, wall 
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paper, 70 cents per 100 pounds; cocoa beans, in bags, 75 cents per 
100 pounds; cotton samples (of no commercial value), free at ship’s 
option; felt scrap, in bales, 80 cents per 100 pounds; fiber, waste, in 
bales, 80 cents per 100 pounds; boxes, empty battery, 60 cents per 
100 pounds; boxes, battery, containing wooden wet separators, 60 
cents per 100 pounds; oil, cutting, 70 cents per 100 pounds; pulp, asbes- 
tine, in barrels, 50 cents per 100 pounds; screens, for foundry use, 
in crates, 20 cents per cubic foot; separators, wood, for battery boxes 
when shipped separately, 90 cents per 100 pounds; sponges, 40 cents 
per cubic foot; stepladders, in white, knocked down, $1.20 per 100 
pounds; tanners’ egg yolk, liquid, in barrels, 45 cents per 100 pounds. 

The following contract rates have been established on fresh 
apples and pears, ordinary storage, through August 15, 1929; in 
barrels not exceeding 7 cubic feet, 90 cents per barrel; in half barrels 
not exceeding 4 cubic feet, 55 cents per half barrel; in wooden boxes 
not exceeding 1 to 8 cubic feet, 30 cents per box; in half boxes not 
exceeding 1 cubic foot, 20 cents per half box; in half boxes bundled 
two in 4 package not exceeding 1 to 8 cubic feet,. 30 cents per. pack- 
age; in tub-shaped baskets not exceeding 3 cubic feet, 45 cents per 
basket; in cartons in wooden boxes, 60 cents per box; in other pack- 
ages, including fiber cartons and baskets, n. o. s., 25 cents per cubic 


foot. 
North Atlantic-Continent 


At a meeting of this conference held on September 20 the 
following changes in rates were made, effective September 21: 
Gummed paper, reduced to $1.25 per 100 pounds; cardboard, 
increased to 75 cents per 100 pounds; lining, compound in 
drums, increased to 60 cents per 100 pounds; vulcanized and 
hard fiber, increased to 60 cents per 100 pounds; fried files in 
bags for bird food, $1.50 per 100 pounds; scrap hair waste in 
compressed bales, $1.50 per 100 pounds; Quaker Oats, in bar- 
rels, 47144 cents per 100 pounds; wallboard, 75 cents per 100 
pounds. 


F. 0. B. AND C. I. F. 


“The success which attends the operation and development 
of the merchant marine facilities of the principal maritime 
countries is largely proportionate to the extent to which they 
are patronized and supported by the nationals of the particular 
country involved,” says the Shipping Board in a statement, con- 
tinuing as follows: 


In practically all promotive literature, advertisements and solicita- 
tive arguments nationals have impressed upon them the desirability 
of buying goods from the nationals of other countries on a f. o. b 
basis and selling their own goods on a c. i. f. basis. 

Buying f. o. b. (free on board) means delivery free of charge on 
the vessel at the loading port. ; 

Selling c. i. f. (cost, insurance and freight) means delivery, in- 
— invoice cost, insurance’ and freight charges to the port of des- 
tination. 

To those versed in matters of traffic and transportation, either 
ocean or otherwise, the ability of the buyer or seller, as the case 
may be, to control the routing of his shipments in this manner will 
be manifest. In buying goods on af. o. b. basis in international com- 
merce where an ocean movement is involved, it means that the ship- 
ment will be placed free-on-board the ocean carrying vessel at port 
of loading and that the freight rate shall be paid by the purchaser 
and the marine insurance coverage arranged by him, or in any event 
the premium therefor will be for his account. 

The freight rate being paid by the buyer, it can readily be seen 
that he is in a position to name the vessel or line upon which the 
shipment is to move, to a greater extent than would be the case if he 
bought on a c. i. f. basis. On this latter basis the seller to a foreign 
country names a price which takes into consideration the cost of the 
goods, as well as the cost of the insurance and freight and the price 
so quoted is the amount which the buyer is obliged to pay for the 
goods landed at port of destination. Under such a contract, the obli- 
gation of the seller is to make delivery of the cargo at the foreign 
port. Naturally, the seller will make such arrangements for shipments 
as are most advantageous and suitable to himself, except, of course, 
to the extent that he is guided by the wishes or specific direction 
of his ,customer. 

In selling goods to a foreign customer c. i. f., the control over the 
routing of the shipment is, generally speaking, in the American seller, 
under this form of contract. 

The American shipper has greater control over the routing of his 
shipments and is in a position to indicate the vessels and services over 
which they are to move. 

In addition, buying f. o. b. and selling c. i. f. develops a knowledge 
of world traffic and transportation conditions that will be of ines- 
timable value to the American importer and exporter in a field that 
the future holds forth as having so much to do with the individual 
prosperity of those engaged in it and in a field that the citizens of 
the United States must develop collectively if they are to maintain 
and carry on the abundant prosperity of today. 

Citizens, generally, and exporters and importers, particularly, 
should keep in mind that every facility of the United States Shipping 
Board, Merchant Fleet Corporation and of all privately owned and 
operated American shipping companies are always theirs to command 
in supplying general and specific information relative to the movement 
of goods and traffic on the seven seas. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act, were approved by the Shipping Board 
October 2: 


O. S. K. with Munson McCormick: Through billing arrangement 
covering shipments Oriental ports to Jacksonville, via San Francisco 
or Seattle; through rates, based on direct line rates, and transhipping 
charges to be divided equally subject to minimum proportion to inter- 
coastal carrier of $6 per ton weight or measurement, less pro rata share 
of transhipment cost. 

American-Hawaiian with Los Angeles and Merchants & Miners: 
Covers movement of through shipments from San Diego to Florida 
ports of call of Merchants & Miners, transhipment Los Angeles Har- 
bor and Philadelphia. Through rates to be based on rates from San 
Diego to Philadelphia shown in Intercoastal Eastbound Maximum 
Tariff S. B. No. 2, plus local rates of Merchants & Miners from Phila- 
delphia to destination; the Los a Steamship Company to receive 
as its proportion 17% cents per 100 pounds when the rate from San 
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Diego to Philadelphia is 59 cents or less per 100 pounds and 25 cents 
per 100 pounds when the rate is 60 cents or more per 100 pounds, 
The Los Angeles Steamship Company is to absorb wharfage charges 
on its pier at Los Angeles and cost of transfer to American-Hawaiian 
pier, the latter assuming wharfage and handling charges on its pier 
at Los Angeles, while cost of transfer at Philadelphia is to be borne 
by the Merchants & Miners. 

Calmar Steamship Corp. with Sacramento Nav. Co.: Through billing 
arrangement covering shipments from Atlantic Coast ports to Sac. 
ramento, transhipment San Francisco; through rates to be based on 
Calmar Westbound Maximum Tariff S. B. 3. Calmar to absorb loca] 
rate San Francisco to Sacramento, State toll at San Francisco, and 
cost of transfer on shipments aggregating less than 30,000 pounds: 
Sacramento Nav. Co. to call at Calmar pier for shipments weighing 
30,000 pounds or more. 

Gulf Pacific Line with National Nav. Lines: Arrangement cover- 
ing through movement of liners Gulf ports to Mazatlan and Topolo- 
bampo, Mexico, via San Francisco on through rate of $1 per 10t 
pounds; through rate and cost of transhipment to divide equally be- 
tween the two lines. 

Luckenbach Gulf S. S. Co. with Cuyamel Fruit Co., Munson §, §. 
Line Standard Fruit S. S. Co. and United Fruit Co.: Covers through 
movement of shipments Pacific Coast to Cuba, transhipment New Or- 
leans; through rates and divisions, rules and conditions to be as pub- 
lished in Pacific Coast-Gulf West Indies Eastbound Minimum Rate 
List No. 2 (incorporated), supplements to or reissues thereof. 

Osaka Shosen Kaisha with Bull Insular Line, Inc., and New York 
& Porto Rico S. S. Co.: Arrangement covering through movement of 
beans Japanese to Porto Rican ports, via New York, upon combination 
of local rates, Osaka absorbing cost of transfer. 


PARCEL POST REGULATIONS 


A parcel-post convention has been concluded with Hungary, 
effective as of October 1, which provides for the exchange of 
insured, as well as ordinary, but not registered, parcels; and 
for payment of indemnity for the loss, rifling, or damage of 
insured parcels, according to an announcement by W. Irving 
Glover, second assistant Postmaster-General. 

Effective at once, the weight limit for parcel post packages 
exchanged with Austria is increased to 44 pounds, according 
to an announcement of W. Irving Glover, second assistant Post- 
master-General, continuing as follows: 

The maximum length is increased to 4 feet, provided that parcels 
over 42 and not over 44 inches in length are restricted to 24 inches 
in girth, those over 44 and not over 46 inches to 20 inches in girth, 
and those over 46 and up to 4 feet to 16 inches in girth. 

There will be no change in the postage rate, which is 14 cents 
a pound or fraction thereof. 

The transit charges will be: 12 cents for each parcel not over 2 
pounds in weight; 20 cents for each parcel over 2 and not over 1i 
pounds; 36 cents for each parcel over 11 and not over 22 pounds; 60 
cents for each parcel over 22 and not over 33 pounds, and 85 cents 
for each parcel over 33 and not over 44 pounds. 

The subitem “parcel post’? of the item ‘‘Austria’’ on pages 238 
and 239 of the current annual Postal Guide is modified accordingly. 


SPLIT DELIVERY HEARING 


The hearing of the Shipping Board, in No. 45, Associated 
Jobbers of Los Angeles vs. Argonaut Steamship Line et al, 
scheduled for October 15 at San Francisco, Calif., will be held 
in Room 237, Merchants’ Exchange. 


OCEAN MAIL CONTRACTS 


The Postmaster-General has awarded contracts for the car- 
riage of the mails, under the merchant marine act of 1928, from 
Pacific coast stations to the Orient, on two routes. No. 25, from 
San Francisco to Manila, via Yokohama, Kobe, Shanghai and 
Hongkong, was awarded to the Dollar Steamship Line of San 
Francisco at the maximum rates allowed by the law. No. 26, 
from Seattle to Manila, via the same ports of call, was awarded 
to the Admiral Oriental Line of Seattle, at the maximum rates. 
The two lines were the only bidders. Five more contracts for 
service to the Far East are to be awarded. 





EXPORT LINE TO GET LOAN 


The Shipping Board has been notified by the Export Steam- 
ship Corporation that it has invited bids for the construction 
of four combination passenger-cargo ships for operation in the 
company’s service between north Atlantic ports and Mediter- 
ranean ports. The board has tentatively approved the proposal 
of the company for a loan from the ship construction fund to 
meet up to 75 per cent of the cost of the vessels. The loan, it 
is understood, will be approximately $4,500,000. The Export 
line was the first to take action with respect to obtaining a 
loan under the Jones-White merchant marine act of 1928. 


SHIP TAX AGREEMENT 


The State Department has let it be known that an agree- 
ment has been reached with Canada under which steamship - 
companies of the United States and of Canada will be exempt 
from municipal income taxes of each country. 


CRANES TO HANDLE LOADED FREIGHT CARS 

Two freight car loading cranes of unusual design—the first 
to be designed for loading and unloading entire freight cars in 
and out of ships—are being built for the Overseas Railway Com- 
pany, by the Shaw Crane Putnam Machine Company of Mus- 
kegon, Mich. They will be installed on piers at New Orleans 
and Havana, Cuba, and will be the largest ever built by the 
Shaw company. A special ship with a handling capacity of 
about 95 refrigerator cars is being built in England, and in this 
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Terminal Railroad Association 
OF ST. LOUIS 


‘‘The Terminal of Capacity and Expedition”’ 


a: 






ROUTE YOUR FREIGHT VIA ST 
“T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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the cars will be transported between the two points. This ship 
will have three inclosed decks, each equipped with four storage 
tracks and a central hatchway through which the cars will be 
lifted or lowered. For loading the ship, one car at a time will 
be run onto a special cradle on the pier. The cradle will then 
be picked up by the crane, car and all, and lowered into the 
ship. Once in the ship, the car will be run off on a storage 
track. This process will continue until each of the three decks 
is loaded to capacity, when the ship will proceed on its trip to 
the other terminal, where the process will be reversed for the 
removal of the cars. The cranes will be completely electrified 
with General Electric equipment. The hoist will be rated 105 
tons and will be driven by two 250-horsepower, totally inclosed, 
mill type, direct-current motors with magnetic control. The 
trolley motor will be rated 75 horsepower and will also have full 
magnetic control. 


WATER CARRIER STATISTICS 


Selected financial and operating data from annual reports 
of carriers by water for the year ended December 31, 1927, have 
been issued by the Commission in Statement No. 28139. 

One hundred and thirty-six carriers that report to the Com- 
mission are represented in the tabulations. The statement treats 
the carriers as a whole, by geographical groups, and by individual 
companies. 

Investment in real property and equipment of all the carriers 
was reported as $199,712,809; other investments, $22,399,785; 
cash, $7,725,913; material and supplies, $2,656,263; total working 
assets, $31,550,530; capital stock, $83,182,755; unmatured funded 
debt, $34,770,622; total working liabilities, $43,894,885; accrued 
depreciation, $61,003,289; total corporate surplus, $35,191,504; 
freight revenue, $81,736,774; passenger revenue, $38,937,672; oper- 
ating revenues, $128,099,439; operating expenses, $118,266,708; 
tax accruals, $2,076,043; operating income, $7,727,761; net in- 
come, $3,478,788; dividends declared, $5,002,246; number of em- 
ployes, 43,306; compensation, $49,046,086; tons carried, 21,172,423. 

The Mississippi-Warrior service, according to the statement, 
had a deficit in net income of $16,258 for the calendar year 1927. 
It had 2,774 employes, to whom compensation of $2,539,494 was 
paid, according to the statement. It carried 1,639,703 tons of 
freight. The investment in real property and equipment ‘was 
listed as $14,912,638. Freight revenue totaled $5,943,574; oper- 
ating revenues, $6,151,047; and operating expenses, $6,138,130. 


LAKES’ NAVIGATION SEASON 
The Trafic World Washington Bureau 


Information as to when navigation on the Great Lakes 
should be declared closed and open is being sought by Gen. 
H. C. Smithers, chief coordinator of government activities so 
that there may be uniformity among government offices having 
to do with that subject. At present it is not certain that the 
aids to navigation maintained by the government will be taken 
up, for the winter, on the same day that the Soo locks, managed 
by the government, are closed to vessels. The army engineers 
engaged in government work on the Great Lakes may have 
closing and opening days differing from the days observed by 
other officials or employes of the government. All the days 
picked by the government people may differ from the day 
selectéd by railroads and ship lines. There is no certainty as 
to the day in the mind of the man who says he will do some- 
thing before the close of navigation. 

The chief coordinator embarked upon an inquiry into the 
matter when the Department of Justice brought to his attention 
the fact that there was uncertainty as to the day meant because, 
in a contract to which the United States was a party, there was 
language referring to the close of navigation. There was no 
way for any one to determine when navigation closed by any- 
thing in or outside of the contract, the practices of government 
people themselves not being uniform. 

At a conference this week, attended by Newton D. Baker, 
former Secretary of War, as the representative of Great Lakes 
vessel owners, it was agreed that it would be the part of wisdom, 
not only to have placed before the chief coordinator all the facts 
in the possession of the government people but also those in the 
possession of the masters of lake vessels. A suggestion that 
the ship masters, the men actually navigating the vessels, should 
be consulted, was made by Former Secretary Baker. Agreement 
among the government people, if the accord were based upon 
facts obtained from those directly interested, including the ship- 
masters, it is thought, will tend to bring everybody into accord 
on the subject. The government cannot compel ship owners or 
ship masters to lay up boats by declaring that on such and such 
a day navigation shall cease. There is an element of compet- 
tion in the matter. Therefore a suggestion that the government 
might issue an order on the subject created a stir among navi- 
gation interests on the Great Lakes. 

To a considerable extent the marine insurance writers influ- 
ence the length of the navigation season. Premiums are based 
upon the risks assumed. Therefore it is the custom of marine 
insurance writers to limit their liability to a day certain, say 
December 1 as the closing day, or May 1 as the opening day. 
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Railroads and steamship lines which file tariffs with the 
Commission are compelled to set opening and closing days 
between which they will render service. The opening and clos. 
ing dates also have a bearing on the questions of warehouse 
storage and transit at the ports. The Great Lakes Transit Cor. 
poration, in its tariff supplement filed every year, named Decem- 
ber 15 as the day when the tariffs offering services and rates 
by it in conjunction with its connections will be wholly sus. 
pended. Late in the winter it will file a supplement restoring 
service at the rates named in the tariffs held in suspension in 
the winter months. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 22 
totaled 1,143,214 cars, the greatest number for any one week 
so far this year, according to the car service division of the 
American Railway Association. Compared with the preceding 
week this year, this was an increase of 4,902 cars, increases 
being reported in the loading of all commodities except forest 
products, merchandise less than carload lot freight and mis- 
cellaneous freight. The total for the week ended September 22 
was also an increase of 16,812 cars above the same week in 
1927 but a decrease of 32,193 cars below the corresponding week 
two years ago. 

Revenue freight loading the week ended September 22 and 
for the corresponding period of 1927, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 6,392 and 7,637; live 
stock, 2,780 and 2,711; coal, 41,512 and 40,183; coke, 2,201 and 2,325; 
forest products, 4,472 and 5,195; ore, 5,503 and 3,433: merchandise. 
L. C. L., 73,706 and 70 967; miscellaneous, 118,425 and 110,213; total, 
1928, 254,991; 1927, 242,664; 1926, 263,0 

‘Allegheny district: Grain ‘and a products, 3,154 and 3,113; 
live stock, 2,392 and 2,598; —_ By 808 and 43,270; coke, 5,321 and 
4,545; forest peo "2,952 and 3,006; ore, 11, 703 ’and 11,736; mer- 
chandise, LC. , 56,180 and 57, 835; miscellaneous, 99,178 and ’94, 706; 
total, 1938, 225, 688 1927, 220,809; "1926, 239,039. 

Pocahontas district: Grain and grain’ products, 183 and 203; live 
40,823 and 46,788; coke, 346 and sg forest 
products, 1,497 and 1,995; ore, 122 and 121; merchandise, 

7,848 and 7, 946; miscellaneous, "7,212 and 6, 983; total, 1928, 58, wis: Os90t 
64, 732; 1926, 63, 048. 

Southern district: Grain and grain papovcte, 3,849 one 4,088; live 
stock, 2,152 and 2,070; coal, 25,451 and 29,072; coke 511 , and 593; forest 
products, 18,696 and 32, 109; ore, 1,051 and i. 157; merchandise, L. Cc. a 
40,489 and 43,682; miscellaneous, 57, 145 and 64, 790; total, 1928; 149,344; 
1927, 167,561; 1926, 164,557. 

Northwestern district: Grain and grain products, 24,765 and 27,063; 
live stock, 9,411 and 7,987; coal, 7,463 and 8,622; coke, i, 276 and 1,205; 
forest products, 15,693 and 16, 293; ore, 42, 146 and 34,332; merchandise, 
L. C. L., 34,653 and 35,393; miscellaneous, 48,791 and "46, 489; total, 1928, 
184,198; 1927, 177,384; 1926, 180,790. 

Central ‘Western district:’ Grain and grain products, 15,415 and 
12,865; live stock, 15,333 and 13,013; coal, 15,108 and 10, -¥ coke, 372 
and 297; forest products, 12, _ and 11, 649; ore, 3,396 and 3, 082; mer- 
chandise, a, 36,010 and 35,439; miscellaneous, 76,516 and 78, 423; 
total, 1928, 174, 362 1927, 165,706; 1926, 171,331. 

Southwestern ‘district: Grain and grain products, 6,459 and 5,310; 
live stock, 4,446 and 3,894; coal, 5,790 and 5,201; coke, 157 ~~. _ 
forest products, 9,054 and 8, 301; ore, 439 and 459; merchandise, L. 

17,271 and 17,774; miscellaneous, 52,700 and 45, 939; total, 1928, 96: ‘316: 
1927, 87,546; 1926, 93,630. 
Total, all roads: Grain and grain products, 60,217 and 60,279; live 
ory 36,798 and 32,599; coal, 180,955 and 184, 074; coke, 10, 184 and 
9,583; forest products, 64,576 and 69, 048; ore, 64,360 and 54, 320; mer- 
chandise, lL. ©. I, 366, 157 and 269, 036; miscellaneous, 459, 967 and 
447,543; total, 1928, i, 143, 314; 1927, 1, 126, 402; 1926, 1,175,407. 
Loading of revenue freight in 1928 compared with the two 


previous years follows: 


1928 1927 1926 

Four weeks in January.............6. 3,447,723 3,756,660 3,686,696 
Pour weeks in February. ......ccccces 3,589,694 3,801,918 3,677,332 
Dave WOGES Th TRAP occ ccccccccccvces 4,752,031 4,982,547 4,805,700 
NS WOE BR IN 6 60, 0:4. 610.050 0 a eweie 3,738,295 3,875,589 3,862,703 
oo fe US” ee 4,006,058 4,108,472 4,145,820 
oo ke ee eee 4,923,304 4,995,854 5,154,981 
ne, ht ee rrr 3,942,931 3,913,761 4,148,118 
Pour weeks in August. ......ccccccccs 4,230,809 4,249,846 4,388,118 
Week ended September 1............ 1,116,948 1,117,360 1,143,448 
Week ended September §8............ 991,042 989,799 1,024,998 
Week ended September 15............ 1,138,312 1,127,643 1,179,259 
Week ended September 22............ ‘, 143,214 1,126,402 1, 175,407 

ROE $8606 icc ccbatuncbdésindaminsoos 37,020,361 38,045,851 38,392,580 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended September 22 was 
estimated at 10,035,000 net tons by the Bureau of Mines of the 
Department of Commerce, a decrease of 162,000 tons, as com- 
pared with the revised estimate for the preceding week. Anthra- 
cite production in the week ended September 22 was estimated 
at 1,496,000 net tons, an increase of 82,000 tons over the output 
in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 23 totaled 932,226 net tons. Anthra- 
cite shipped from Lake Erie ports totaled 29,015 tons. 

Tidewater bituminous coal shipments the week ended Sep- 
tember 22 from Hampton Roads totaled 391,105 net tons, of which 
219,231 tons were for New England delivery, while at Charles- 
ton, S. C., 534 tons were dumped. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 1 were re 
ported as follows: Bituminous, 1,898 cars; anthracite, 3,790 
cars. 
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Traffic Management in Retail Stores 


Written for The Traffic World by W. E. Butterbaugh, School of Business, University of 


“Traffic management in the retail craft does not enjoy as 
strong a position as it occupies in other industries. As a mat- 
ter of fact, department stores are quite backward in installing 
real efficient traffic departments.” 

This statement was recently made by a former department 
store traffic manager. His house did a business amounting to 
millions of dollars. His experience in and appreciation of the 
field for traffic work in retail and dry goods stores is surpassed 
by few men. Therefore, his opinion has more than usual sig- 
nificance. 

Why is it that American department store executives are 
slower to recognize the savings and service of a well managed 
traffic department than are executives in other lines of work? 
Our merchants approve the expenditure of large sums of money 
for beautiful buildings on the most expensive business locations; 
their budgets do not skimp their purchasing agents and buyers, 
nor do they fail to recognize the true worth of their sales and 
credit departments; and when it comes to advertising they lead 
all other forms of business in the amount of space they buy 
and the importance they give to this department’s activities. 

Why should the traffic department of a retail dry goods 
store be little understood and seldom appreciated? It is known 
that some stores have realized handsome profits from well man- 
aged traffic organizations. But such retail houses are the ex- 
ception. Most stores overlook the possibilities for saving and 
service offered through efficiént traffic management. 


Of Interest to the Public 


One might think this was an unimportant matter to the 
consumer until it is remembered that we support thousands of 
stores. In fact, there are said to be no less than 2,000 depart- 
ment stores in the United States with gross sales ranging from 
$75,000 to $110,000,000 a year. About 1,700 of them belong to a 
trade association whose traffic manager says: “We are con- 
stantly trying to arouse the interest of our members to the 
importance of traffic work as a means of reducing distribution 
costs—which are steadily rising.” 

It is important not only to the store owners and the traffic 
profession, but also to the consumers of articles sold over the 
counters of such stores, that waste be eliminated wherever 
possible. Not only is the cost of distributing dry goods steadily 
rising, but, simultaneously, so is the cost of the dry goods them- 
selves. Everyone suffers when the purchasing power of the 
dollar grows smaller. Hence, there is a natural interest on the 
part of the public at large concerning the development of traffic 
departments in this field of business. 

Consider, by way of illustration, a citizen of Denver. His 
clothing merchant places an order with a New York house for 
underwear. In due time a wooden box reaches Denver and is 
unpacked. It is found to weigh 94 pounds, empty. A duplicate 
order is placed and arrives in five corrugated strawboard boxes 
weighing, empty, 221%4 pounds. The Denver merchant is forced 
to pay $2.68 more for his freight on the first consignment, due 
to an *increased weight in the container of 71% pounds. Of 
course, the customer must pay more for his underwear than 
would otherwise be necessary, because of the excessive freight 
charge. 

Furthermore, the original cost of the wooden case itself was 
more than that of the five strawboard boxes, and this must be 
added into the final selling price. And don’t forget that economics 
proves it is the consumer who must ultimately pay for waste 
of all kinds, though the profits of others are also reduced. 

This illustration goes even further. It shows why the rail- 
roads are not to be blamed, in every instance, for excessive trans- 
portation charges. The shippers and receivers themselves may 
be negligent more often than not. Wastes such as these are 
every-day matters, and it is by traffic management that they are 
eliminated. 

Department Store Competition 


Mail order houses are rapidly growing. They are entering 
more and more into direct competition with metropolitan de- 
partment stores, instead of only with country town merchants, 
by constructing new branch wholesale and retail houses in every 
section of the United States. Why this success? For one 
reason, they have given the most intensive study to their ship- 
ping and transportation problems. The companies that are 
throwing the greatest fear into department store owners are 
not found lacking in appreciation of their traffic departments. 
The most wide-awake and active traffic man I have met in the 
last year is employed in the Pacific coast branch of a Chicago 
mail-order house. It is a tonic to meet such men. 


As for the chain stores, the situation is quite similar. At 


the close of the war I served one of them in a traffic capacity 
for a short time. 


At that time the company had about 1,100 





Minnesota, and Chairman Educational Committee, Associated Traffic Clubs of America 


stores. I was very much surprised to find, a few weeks ago, 
that this number had more than doubled. The annual net profit 
has jumped from $9,000,000 in 1919 to $35,000,000 in 1927. Hun. 
dreds of articles handled by dry goods houses are also sold by 
chain stores today, and, like the mail-order-department. stores, 
the growing chain-department-store organizations are never 
found without well established traffic departments. This may 
have a good deal to do with their success. 


Traffic Functions of Department Stores 


The traffic activities assigned to the typical traffic depart. 
ment of a retail dry goods store differ in their nature from 
those usually encountered. This is due to the fact that dry 
goods stores have, in reality, two departments handling such 
functions. The usual department store traffic department only 
has jurisdiction over the inbound movement. True, some take 
care of outbound express and parcel post shipments, which 
usually go to near-by points; but, as a rule, this traffic amounts 
to only a small portion of the entire outbound movement. 

The traffic manager of a department store is called on to han- 
dle the usual duties connected with inbound goods. It may be 
useful to list the more outstanding of these: The quotation of 
parcel post, express, and freight rates; the auditing of trans- 
portation bills; the preparation, filing, and collection of over- 
charge and loss and damage claims; the obtaining of adequate 
and complete transportation service; the routing of shipments; 
the obtaining of new rules, rates, and ratings and the read- 
justment of existing classification and tariff matters; the pro- 
tection of the relative position of the house with reference to 
its competitors by maintaining non-discriminatory and not 
prejudicial charges and services; the preparation of packing 
instructions based on careful studies; the selection of certain 
types of containers for original movements and consideration as 
to their reuse to avoid repacking and wrapping when sold and 
delivered; the elimination of pilferage, concealed damages, and 
the expense incident to unnecessary claims; the use of transit 
insurance policies, released valuations, and released rates; the 
tracing and expediting of shipments and the study of ways to 
avoid the complaints of customers due to delayed deliveries; 
the elimination of freight congestion; the receiving of mer- 
chandise by the store; the adoption of various methods by which 
to cooperate with the various departments of the store and to 
keep store executives informed concerning current conditions 
and charges affecting inbound and outbound shipments. 


In addition to these traffic and receiving matters, the retail 
dry goods store traffic manager has charge of a phase of work 
that is not considered a traffic function. The marking of goods 
received is peculiar only to commercial traffic work. By this 
is not meant merely the checking of the articles as they are 
received and unpacked. Such work is frequently supervised by 
traffic men, but by marking is meant the placing of price marks 
on the articles and the placing of them in stock so as to be 
readily available on demand. 

In some store organizations, however, the receiving, check- 
ing, price-marking, and stocking of merchandise is under the 
supervision of a receiving manager, who directs an independent 
department. In such houses the traffic manager is often rele- 
gated to an inconspicuous back room, for the duties incident 
to receiving shipments assume greater importance in the minds 
of most store executives than do the traffic functions. This is 
due to the fact, perhaps, that, in a store having sales of, say, 
$20,000,000 a year, the receiving manager has a force of approxi- 
mately 75 employes under his jurisdiction, whereas, the traffic 
manager in the same store may have the assistance of only 
one or two. Furthermore, in some stores, the traffic manager 
is under the jurisdiction of the receiving manager, instead of 
being independent and reporting directly to the general manager 
or some other directing executive. In other retail dry goods 
organizations the receiving manager takes care of both the traffic 
and receiving jobs. And in the weakest situations that exist— 
and there are many in this class—there is no traffic manager 
at all and very little attention is paid to the traffic functions 
listed above. 

It is usual to find a delivery department, independent of 
the traffic department, in direct charge of outbound goods. 
Ordinarily, merchandise, when sold, is either taken away by the 
customer or delivered by the store’s own vehicles. Some de- 
partment stores have a delivery manager with jurisdiction over 
the outbound traffic—that is, over the packages themselves— 
and a superintendent of deliveries responsible for the actual 
transportation, consisting of the operation of the fleet of trucks 
and horse-drawn wagons, their maintenance, and their garages 
and stables. While the delivery equipment, its operation, and 
the goods thus handled, may sometimes be under the manage- 
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ment of a delivery department manager, seldom do department 
stores make him responsible to a traffic manager. The traffic 
and transportation functions are thus divorced and the man- 
agement and responsibility divided. It is questionable whether 
this is wise policy. 

It will thus be seen that the retail dry goods store traffic 
manager has functions to perform that are not common to 
traffic, while, at the same time, many truly traffic and trans- 
portation duties are denied him. 


Traffic Department a Money Maker 


The question might next be asked: Is an efficient traffic de- 
partment a money maker for a retail dry goods store? 

James M. McConahey, a prominent certified public account- 
ant, of Seattle, says: 

“A company is not at all benefited by making large gross 
profits and spending it all in operating.” 

He goes on to explain, as will the controller of any busi- 
ness that it matters not how much business a firm does, but 
what per cent of sales receipts remain after all expenses have 
been paid. Practically everyone is engaged in business for the 
purpose of making money. Not long ago I heard the president 
of a large California wholesale hardware company say, in an- 
swer to the usual query, that business was good, but, in spite 
of this fact, his firm was not making any money. This is often 


the case. A great deal of money passes into the till, but too 
large a proportion of it must be paid out. The net profits are 
small. 


A Chicago firm handling imported and domestic raw food- 
stuffs encountered an unusual situation when its books were 
audited at the close of the business year. It was observed that, 
were it not for the $79,000 balance of receipts over expenditures, 
resulting from traffic administration, the company would have 
had no net profits to show for its year’s work. 

A report has just been released by the Harvard Bureau of 
Business Research on the expenses and profits in department 
stores for 1927. It was made for the National Retail Dry Goods 
Association and advises the merchants of increased expenses in 
ratio to net sales, particularly for department stores with annual 
sales over $1,000,000, but also for department stores and spe- 
cialty shops doing a business below that figure. It says: 


The tendency that has been evident for several years for dis- 
tribution costs to increase, the fact that firms securing high ‘net 
profits commonly accomplished this result because of low expenses, 
and the direct relationship between the rate of sales increase or de- 
crease and expense ratios clearly indicate the need for more thorough 
expense control and more careful sales planning on the part of de- 
partment stores. 


It might be suggested that a more thorough expense con- 
trol can be obtained by reducing expenditures for transportation 
services through adequate traffic management. 


Business is being conducted on a more and more close 
margin of profits, and the cost of many services continues, 
almost invisibly, to creep up. Savings must be made on every 
side or there will be no profits to show. 


This creates a need for the traffic department. It does not 
perform a spectacular phase of work, like the sales department, 
but its functions are none the less important. 


Measuring Value of Traffic Administration 


*A traffic department is justified in most businesses on the 
basis of services rendered. It should be maintained, like the 
general office or the accounting department, even if a dollars- 
and cents saving were impossible to show. Some traffic men 
argue that it is wrong to emphasize the fact that a traffic man- 
ager can justify his salary and departmental expenses on the 
basis of money returns from traffic administration, and there 
is considerable merit in this contention. 


For instance, the hundred per cent efficient traffic manager, 
if there is such, is one who so skillfully studies his goods, their 
packing, the container materials and types, crate construction, 
and all such matters, that he eliminates loss and damage. He 
would, thus, have no claims to file and, hence, would have no 
money returns to show for his perfect administration. 


Likewise, the most valued traffic man is undoubtedly the 
one who, without excessive cost in the doing, maintains an ade- 
quate tariff file, trains a capable office staff, and works out such 
an ideal scheme for billing, rating, routing, and weighing his 
firm’s shipments that an overcharge claim, due to incorrect rates, 
routes, weights, extensions, clerical errors, or human frailties, 
is almost unheard of. No such 100 per cent perfection will 
ever be found, but the closer a traffic manager is able to ap- 
proximate such an ideal the more valuable he should be con- 
sidered. 

The same might be said for classification, rate and tariff 
adjustments, and for entering into skillful contracts for steam- 
ship space, trucking and cartage services, and warehouse re- 
quirements. 

It will be seen, from these illustrations, that the money 
returned te a firm from traffic administration is not necessarily 
a good measurement by which to answer the question as to 
whether an efficient traffic department is a money maker. It 
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may be a money maker even when little money returns ay 
shown. 

But this is not necessarily so. As a general thing, th 
money expended by a shipper, and later returned to his cag, 
register, will indicate, to a considerable extent, the skill exe, 
cised by the traffic executive. The reason for this lies in th 
fact that, regardless of how intelligent and perfect the functigp. 
ing of a shipper’s traffic manager and traffic department, they 
cannot control factors outside their own organization. Sup. 
pliers constantly err in following billing instructions; carrie, 
continually submit incorrect freight bills; the other department; 
fail to cooperate, intentionally or through oversight; carrier tay. 
iffs may be suddenly supplemented, due to the efforts of cop. 
petitors in other communities; wrecks or unusual rough hap. 
dling may take place. These matters cannot be controlled by 
the traffic manager and he must be ever on the alert to detec 
them. When they are found his firm is entitled to redregs 
Claims, rate adjustments, and new contracts are then prepared 
and filed and money returns result. 






Traffic Management Needed by All 


It is interesting to note what a few representative retaj 
dry goods traffic departments are accomplishing along this line, 
and then to reckon—based on money returns alone, and for. 
getting the even more important services performed by such 
departments, the value of which can never be compiled in cold 
dollars and cents—whether any firm, large or small, regardless 
of location, can afford to avoid efficient traffic administration, 
It should be noted that these illustrations are not selected for 
their spectacular nature, but are of an “every-day” character, 

A middle western retail concern is spending about $1,000,00 
a year for its rail, water, truck, mail, and express shipments, 
and for storage and communications. Its traffic department 
administration costs about $10,000, salaries comprising $8,700 of 
this. Last year it figured its money returns on fraffic admin. 
istration at $19,190.82. Without valuing the services that the 
department rendered the house, the traffic manager could show 
a fine profit. Without him it is fair to assume the net profits 
of the concern would be less than $9,000. 

An eastern department store reports a transportation bill 
amounting to $160,835.40. Its traffic administration cost $31,952, 
of which $29,400 went for salaries. Its money returns amounted 
to $43,891.22. It considers its traffic department a major activity. 
The traffic manager is a member of the firm’s executive com. 
mittee and he reports directly to a vice-president. 


On the other hand, a certain southern house advises that it 
has no traffic department, its shipping and receiving clerks be 
ing made responsible for traffic duties, because “the cost of 
maintenance would not justify the savings.” Perhaps it is 
right, for it fails to indicate its size, but, before accepting this 
stock argument, it would be interesting if we could peek behind 
the scenes and note conditions. Altogether too many depart- 
ment store executives brush aside inquiries as to their methods 
of handling shipments with impatient, troubled, incomplete re 
plies. The truth is that they do not know what traffic man. 
agement is, and they wish to get rid of a disturbing thought, 80 
they answer in an irritated tone-that their business is too small, 
or that a private service bureau adequately takes care of such 
work for them, or that traffic work does not apply to their 
business, or that their bookkeeper, or shipping Clerk, or treas- 
urer, or some other employe, who is seldom equipped to do s0, 
takes care of these technical matters. 


Now, they may be right. Their methods and organizations 
may be perfect. But it is well known that many large as well 
as small concerns making such replies are not handling their 
traffic properly and are missing an opportunity to increase Their 
net profits. 


Would it not be well for a firm to call in a traffic expert 
and obtain his report on how its traffic conditions compare with 
those of other concerns? This is the duty of the comptrollers 
and certified public accountants, but it should be remembered 
that few auditors or accountants appreciate a traffic organiza 
tion’s value, for even they are, as a rule, in the dark as to the 
functions and possibilities of an efficiently organized traffic 
department. 


Modern retailing has been called the greatest industrial 
enterprise the world has ever seen and distribution the thing 
that has made modern retailing possible. But, as I have at- 
tempted to point out, there is still room for improvement. 

Here are suggestions for the retail dry goods store owner 
and executive to ponder. 


NEW C. Ss. S. & S. B. FREIGHT STATION 


Growth of the carload freight business south and east of 
Chicago on the Chicago, South Shore & South Bend Railroad 
(South Shore Line) has necessitated the-establishment of a neW 
carload freight station at Hegewisch, Ill. The new agency was 
opened October 1 and will handle all carload freight formerly 
handled through the Kensington Station. H.C. Larson has beet 
appointed freight agent in charge. 
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“I Looking Ahead 


a . iy competitive struggle of industry has sharply emphasized the need 
of not only minimum production cost but also minimum distribution 


oy expense. The cost of getting a product to market is of vital importance. 
ost of Tgansportation costs of raw materials to factory and finished product to 


g this consumer involve the life and well-being of any enterprise. 


cee Because of this fact forward-looking manufacturers may well consider 


— the possible benefits of additional plaut location. 


Pye The Pittsburgh District has outstanding advantages as a location for 
small, manufacturers through its accessibility to raw materials. It directly serves 
= a population of two millions, and within a radius of a few hundred miles 
treas- are the greatest consuming markets of the United States. No other pro- 
ati ducing district of like importance is so favorably situated with respect to 
ations its markets. Labor may be obtained in any type and volume and no cheaper 


' on power exists anywhere in the country. 


= This Company will be glad to aid any interested concern in a survey 
xpert of these advantages, and to explain the merits of an industrial location 
Be. along its rails in the Pittsburgh District where a high grade belt line 
bered service is offered in connection with all trunk lines and where convenient 


_— industrial sites are available for every purpose. 


Traffic 


strial 


a 1141 Oliver Building, Pittsburgh, Penna. 


|_Montour R. 












SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board held its nineteenth 
regular meeting at Dallas, Tex., September 27. There were no 
set speeches, the entire time being taken by the presentation of 
various reports and related matters. 

The commodity committee reports, giving digests of current 
business activities and prospective car requirements for the 
fourth quarter of the year, all reflected a high degree of op- 
timism concerning both present and prospective business. The 
only commodity of which shipments are expected to be less in 
the fourth quarter of the year is potatoes. 

Shipments of commodities which it is expected will show 
increases over a year ago were reported as follows: Grain, 85 
per cent; flour, meal and other mill products, 10 per cent; cot- 
ton, 30 per cent; citrus fruits, 30 per cent; other fresh fruits, 
20 per cent; fresh vegetables, except potatoes, 5 per cent; live 
stock, 5 per cent; coal, coke and lignite, 5 per cent; lumber 
and forest products, 10 per cent; petroleum and petroleum prod- 
ucts, 5 per cent; iron and steel, 5 per cent; castings, machinery 
and boilers, 5 per cent; cement, 5 per cent; brick and clay prod- 
ucts, 15 per cent; sugar and molasses, 20 per cent; agricultural 
implements and vehicles, 10 per cent; automobiles and trucks, 
30 per cent, and canned goods, 5 per cent. 

Commodities, the shipments of which are expected to ap- 
proximate those of last year, are: Hay, cottonseed products, 
except cottonseed oil, ore and concentrates, clay, gravel, sand 
and stone, lime and plaster, fertilizer, paper products and chem- 
icals and explosives. 

A matter of interest was the discussion with regard to agri- 
cultural councils that have been established in certain board 
territories and contemplated in others. These councils, com- 
posed of informed business men, bankers and farmers, are for 
the purpose of rendering constructive aid to the business of 
agriculture through better methods of marketing and distribu- 
tion and in other practical and helpful ways. A. B. Cox, director 
of business research of the University of Texas, will head this 
work in the southwest. He has been in Europe all summer 
making a special study of foreign markets. 

Following the regular session, the executive committee of 
the board and the railroad contact committee met in joint con- 
ference to consider a number of questions of interest to both 
shippers and railroads. Some of the more important questions 
discussed were greater utilization of car capacity and a more 
intensive program to bring about a realization on the part of 
receivers of carload freight to remove all lading and refuse of 
such lading from cars, so that cars will be in proper condition 
for reloading as soon as released by the consignee. It was 
arranged to hold another joint meeting of these committees on 
the day preceding the next board meeting, at Waco, Tex., in 
March. 


NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates of the shippers’ 
regional advisory boards, anticipate that carload shipments of 
the 29 principal commodities in the fourth quarter of this year 
(the months of October, November and December), will be ap- 
proximately 9,279,472 cars, an increase of 431,599 cars above 
the corresponding period of 1927 or 4.9 per cent, according to the 
car service division of the American Railway Association. 

“The shippers’ regional advisory boards, covering the entire 
United States, furnish these estimates periodically to the car 
service division in order that the railways may have a guide 
as to the service they are to be called upon to perform in a 
given quarter,” says the car service division. 

“These estimates are based on the best information obtain- 
able at the present time by the commodity committees of various 
boards as to the outlook, so far as transportation requirements 
are concerned. 

“Of the thirteen shippers’ regional advisory boards, eleven 
anticipate an increase in their respective districts in transpor- 
tation requirements for the fourth quarter of the year compared 
with the same period last year, while the other two expect a 
decrease. The eleven boards which estimated an increase over 
the preceding year were the Atlantic states, Allegheny, Great 
Lakes, Northwestern, Pacific Coast, Southeastern, Southwestern, 
Middle-Western, Trans-Missouri-Kansas, New England, and the 
Pacific Northwest boards. 

“Those estimating a decrease were the Central-Western and 
the Ohio Valley boards.” 


Continuing, the car service division says: 


The estimate by each shippers’ regional advisory board as to what 
freight loadings by cars are anticipated for the 29 principal com- 
modities in the fourth quarter this year compared with the corre- 
sponding period in 1927 and the percentage of increase or decrease 
ollows: 

; Per cent of increase 

Board 1927 1928 or decrease 


Oe Meneame 3... cua. 165,511 170,330 2.9 increase 
Atlantic States .......... 997,485 1,057,793 6.0 increase 
Ce OP ssh vvicss 1,228,685 1,116,819 9.1 decrease 
pol ee eee 480,265 495,569 3.2 increase 
Central-Western ........ 366,837 358,054 2.4 decrease 
Pacific Goast: ...<........ 360,228 366,656 1.8 increase 
Pacific Northwest ....... 292,156 299,602 2.5 increase 
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CT CC 1,034,500 1,195,858 15.6 increase 
CE FMEES occcccccccen 547,817 605,418 10.5 increase 
EE 5:54 @:6:6-6:0,6m:d oe 1,006,201 1,046,847 4.0 increase 
GRUEPUNOEE cc ccccccccccece 1,278,383 1,366,449 6.9 increase 
Trans-Missouri-Kansas.. 456,964 490,422 7.3 increase 
DEES ad ssc0ccebelewge 632,841 709,655 12.1 increase 


The large comparative increases in freight car requirements over 
last year in the Allegheny, Great Lakes and Southwestern regions 
are due to a number of factors. In the Great Lakes region, for 
instance, it is due to the anticipated heavier movement of ore anj 
concentrates, automobiles, trucks and parts, and also potatoes. Ip 
the Allegheny region, it is due in part to the anticipated heavier 
movement of lime, plaster and cement, chemicals and explosives, 
paper, printed matter and books, and also to coal, although in cop. 
sidering the latter item, consideration must be given to the fact but 
little coal was shipped from the Allegheny district during the corre. 
sponding period in 1927 owing to the suspension of activities at many 
bituminous mines. In the Southwestern region, the anticipateg 
requirements for freight cars is expected to be stimulated by the 
heavier movement of grain, cotton, lumber and a number of other 
commodities. 

In submitting reports to the car service division, each board 
estimated what freight car requirements will be for the principal 
industries found in the territory covered by that board. On that basis 
of this information, it is estimated that of the 29 commodities, in- 
creases in transportation a will be required for twenty- 
three as follows: All grain; flour, meal and other mill products; hay, 
straw and alfalfa; cotton; cotton seed and products, except oil; citrus 
fruits; other fresh fruits; other fresh vegetables; coal and coke; ore 
and concentrates; clay, gravel, sand and stone (including gypsum, 
crude and powdered); salt; lumber and forest products; petroleum 
and petroleum products; iron and steel; castings, machinery and 
boilers; cement; lime and plaster; agricultural implements and vehicles 
other than automobiles; automobiles, trucks and parts; fertilizers; 
paper, printed matter and books, and chemicals and explosives. 

For canned goods, which includes all canned food products, catsup, 
jams, jellies, olives, pickles and preserves, freight car requirements 
are expected to be about the same as for the fourth quarter in 1927, 

Commodities for which a decrease is estimated are: potatoes; 
live stock; poultry and dairy products; sugar, syrup, glucose and 
molasses, and brick and clay products. 

The estimate as to what transportation requirements will be for 
various commodities for the fourth quarter compared with the same 
period last year follows: 


Estimated 
Actual Estimated Per cent 
Commodity 1927 1928 Increase Decrease 
0 ar ere ee 468,325 508,544 8.6 on 
Flour, meal and other mill 

errr rm 249,852 266,693 6.7 
Hay, straw and alfalfa........ 687 85,108 0.5 
FR re 150,092 181,235 20.7 
Cotton seed and products, ex- 

SO eer 99,107 107,060 8.0 sae 
CE OD 65.4.5.04.0 nss0cueasve 26,373 32,569 23.5 ‘na 
Other Fresh. TlUlts. ..5.00cccccee 124,597 141,566 13.6 oF 
DE Biedemcanateececoaewes 111,954 108,732 on 2.9 
Other fresh vegetables........ 55,806 56,148 0.6 a 
TS Ra 441,685 431,183 bien 2.4 
Poultry and dairy products... 26,349 25,657 nela 2.6 
a ee ee eee 3,033,956 3,157,032 4.1 oan 
Ore and concentrates......... 352,274 385,731 9.5 
Clay, gravel, sand and stone 

(incl. gypsum, crude and 

MOD. kvicverescccoowees 859,574 876,980 2.0 
BE, dicduiskiwanescscceanesices 17,430 18,071 3.7 
Lumber and forest products... 880,598 901,029 2.3 
Petroleum and petroleum 

SIRS /crainvasicemum ated eiae'esetrsie 556,717 595,121 6.9 
Sugar, syrup, glucose and 

ear 52,112 50,619 ~ 2.9 
eS SO ere 361,805 388,280 7.3 sak 
Castings, machnry. and boilers 55,516 58,569 5.5 aed 
7 rere 180,894 188,004 3.9 wa 
Brick and clay products....... 166,604 162,120 ata 3.7 
ES GUE DE cccccccsees 54,824 56,053 2.2 wen 
Agricultural implements and 

vehicles other than auto- 

re area rere 30,620 32,825 7.3 
Automobiles, trucks and parts 152,150 197,116 29.6 
Fertilizers, all kinds.......... 61,371 65,267 6.3 
Paper, printed matter and 

RY Sudacidnad tobias 46-200 78,932 83,475 5.8 
Chemical and explosives...... 62,221 67,220 8.0 
Canned goods—all canned food 

products (includes catsup, 

jams, jellies, olives, pickles, 

preserves, CtC.) ....ccccccece 51,448 51,465 


Total all commodities listed. .8,847,873 9,279,472 4.9 


ATLANTIC STATES BOARD 


Over a million carloads of freight will be moved in the At- 
lantic states territory in the current quarter of this year, ac- 
cording to reports presented at the regular quarterly meeting 
of the Atlantic States Shippers’ Advisory Board at Wilmington, 
Del., October 4. Approximately 1,057,793 cars will be required, 
as compared with 997,485 cars actually handled in the same 
period last year. 

These figures were presented by E. J. Cleave, of New York, 
district manager, car service division, American Railway Asso- 
ciation, following an analysis of the commodity committee re- 
ports, which disclosed that, while some lines of business antici- 
pate a slight decline from last year, most industries expect 4 
sharp increase, the general average, taking all commodities as 
a whole, being six per cent. 

W. J. L. Banham, general chairman of the board, presided. 
There was an attendance of approximately 500. Morning and 
afternoon sessions were held, which followed meetings of the 
executive committee and the railroad contact committee, held 
October 3. A luncheon was held at the Dupont Hotel, which 
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was addressed by Alfred H. Swayne, vice-president, General 


Motors Company. 

The carriers, according to the reports, are prepared to move 
all the tonnage offered. 

A summary of the commodity reports, as submitted by their 
respective committee chairmen, follows: 


Automobile parts and accessories: The manufacturers of auto- 
mobile accessories are — te under very favorable conditions and 
are looking forward to good business. Total car requirements, ap- 
proximately 3,530 cars, compared to 3,329 cars same period last year, 
an increase of 6 per cent. 

Bricq: Building operations in this eastern territory continue to 
be “spotted,’’ in as much as there is reduced volume of construction 
in some cities, with large increases in others. New construction work 
is holding up satisfactorily. The brick committee estimates that the 
car requirements will be approximately the same as those for the same 
quarter last year. y ; 

Castings, machinery and boilers: Car requirements for the last 
quarter of 1928 will be about ten per cent greater than for the same 
period of 1927. The industry is generally good and the prospects are 
that it will continue so for the next few months. 

Confectionery: 1. Approximate value of business (carloads), Octo- 
ber, November and December, 1928, 490 cars; 2. Shipments (carloads), 
October, November and December, 1927, 375 cars; 3. Percentage of 
increase or decrease, 30 per cent. 

Chemicals: Business for the last quarter will be somewhat better 
than in the same period of 1927, the percentage ranging from 3% to 
71%. All reports indicate that satisfactory service is being given by 
the carriers. 

Clay and clay products: There will be a slight increase over the 
corresponding period of last year as follows: Estimated requirements 
for fourth quarter 1928, 606 cars; cars actually shipped in the fourth 
quarter 1927, 600. 

Crushed stone, sand and gravel: Car requirements for crushed 
stone, 12,980, as compared with 12,902 in the fourth quarter, 1927. 
Sand and gravel, this quarter, 5,207 cars, as against 5,471 cars last 
year. 
Canned foods and preserves: There will be increases on some of 
the commodities; other sections show heavy decreases. From the best 
information obtainable, we estimate a total decrease of 8 per cent. 
Short pack of corn, tomatoes, string and lima leans. 

Coal, coke and ore: As to anthracite, there were approximately 
401,000 cars shipped fourth quarter last year. Shipments so far this 
coal year have been so much less than for the corresponding period 
last year, there seems no doubt but that the demand this fall will 
be much greater. Estimate shipments in the last quarter of this year 
as from 425,000 to 450,000 cars, an increase of from 6 per cent to 
12% per cent. As to bituminous coal, we believe that the demand 
this year in the last quarter will be about what it was in the last 
quarter of last year. If there is any change, it is likely to call for 
an increased amount of transportation. As to coke, approximate vol- 


ume of tonnage for October, November and December is expected: 


to be the same as in the corresponding period of 1927. 

Fertilizer: Will require a total of 1,023 cars as follows: New York, 
21; New Jersey, 295; Pennsylvania, 42, and Maryland, 665. For the 
same three months in 1927, 697 cars were shipped 


Glass containers: The estimated number of cars required for 
outbound loads of glass containers is 2,000, which is about the same 
as the actual number of cars shipped in the fourth quarter of 1927 
and about’9 per cent less than for the third quarter of 1928. This 
difference of 9 per cent is due to the variation in seasonal require- 
ments. 

Hides, leather and tanning materials: Hide reports indicate a 
more active tendency and it looks like an increased movement may 
be expected. Leather has a decided increase over same period last 
year. Tanning materials it is estimated that the movement will 
be about 750 cars, as against 825 cars for the same period last year. 

Iron and steel: Contrary to expectations in the trade, shipments 
for third quarter of 1928 were in excess of those for the correspond- 
ing quarter of 1927, probably about 5 per cent. There has been a 
steady improvement in the past three months, and we believe this 
will continue for the remainder of the year. The increase for Octo- 
ber, November and December, 1928, will be 5 to 10 per cent over 
the same period in 1927. ° 

Lime and gypsum: Reports indicate that the lime tonnage for 
October, November and December, 1928, will show an approximate 
decrease of between 4 per cent and 5 per cent under the lime shipped 
in the same three months last year. The movement of gypsum for 
October, November and December, 1928, will be approximately the 
same as in the same months of 1927. 

Lumber and lumber products: A decrease of 7% per cent is ex- 
pected, as compared with shipments for same period of last year. 

Paints, oils and varnishes: Estimated increase of 2 per cent in car 
requirements this quarter over last year’s shipments. 

Paper and oe Anticipated car requirement for fourth quarter 
1928: October, 1,380; November, 1,318, and December, 1,329—Total, 
4,027. A 25 per cent decrease over same period a year ago. Require- 
ments totaling 3,250 cars for imported woodpulps were reported, in- 
dicating a 20 per cent increase over the same quarter of last year. 

Petroleum and petroleum products: Will exceed the shipping 
during the same period of 1927 by 10 per cent to 12 per cent. 

Prepared roofiing and roofing materials: The volume of business 
(carloads) is expected to be about the same as in the corresponding 
period of 1927. 

Salt: New York state shippers will require a total of approxi- 
mately 8,900 box cars, of which about 5,0(0 will be required for rock 
salt and about 3,900 for evaporated salt. This is slightly lower than 
for the same period in 1927. 

Sugar: Estimates are for an increase of 3 per cent over shipments 
in last quarter of 1927. 

Slate: The anticipated car requirements for the last quarter, based 
] = now on hand, will be about the same as for the last quarter 
rs) a 

Textile: Cotton piece goods, 11 per cent increase; cotton yarns, 
same; bleached, dyed and finished, 17% per cent increase; woolens, 
same; oilcloth and linoleum, 10 per cent increase; felts, same; 
carpets, same; silk, 23 per cent increase, and rayon, same. 

Tobacco: The car requirements of shippers of manufactured to- 
bacco products will be about 3 per cent more than in the same months 
in 1927. The requirements for leaf tobacco will be about 5 per cent 
more than in 1927 (this does not include leaf tobacco shipping district 
of New York state). 

Warehouse and storage: Anticipated business will show an in- 
crease over last year of about 6 per cent. 

Cement: It is estimated that shipments for the fourth quarter will 
equal those of 1927, when 54,580 cars were shipped. 

Cordage and rope: For the final quarter of 1928, will require about 
1,600 cars for the inbound movement of raw material, and about 1,400 
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cars for the outbound finished product. The total car requirements 
about 10 per cent less than for the same quarter of 1927. 
Brass, copper and bronze: An increase of 7% per cent is expected 
Fresh fruits and vegetables: Frseh fruits will show an increage 
of about 25 per cent; potatoes, 12% per cent, and other vegetables 
. decrease of 10 per cent, as compared with the fourth quarter of 


MID-WEST ADVISORY BOARD 

The Mid-West Shippers’ Advisory Board will hold its seve. 
teenth regular meeting at the Hotel Abraham Lincoln, Spring. 
field, Ill., October 10. J. F. Gilchrist, vice-president, Commop. 
wealth Edison Company, will address the meeting. Genera] 
transportation conditions will be surveyed by L. M. Betts, map. 
ager, car service division, American Railway Association, Wasp. 
ington. Conditions local to the board will be reviewed by W. p, 
Beck, district manager, American Railway Association. (Com. 
modity committees will report on prospective activity in their 
various lines and the railroads will report on condition of equip. 
ment and like matters. A visit to Lincoln’s home and tomb 
and a golf tournament have been arranged for October 9, an 
a trip to Lincoln State Park in the afternoon of October 10. 





| Personal Notes 


C. W. Goldstein has been appointed general western agent, 
Over-Seas Railways, Inc., at St. Louis. 

Clarence R. Dunn has been appointed freight service agent, 
Central of Georgia, at Montgomery, Ala. 

C. H. George, general traffic manager, New Jersey Zinc 
Company, has been promoted to other duties. He is succeeded 
by W. A. Moore. K. L. R. Baird succeeds Mr. Moore as traffic 
manager. 

The following appointments have been made by the Nor. 
folk and Western: N. C. Elliott, traveling freight agent at 
New York; J. F. Wissel, traveling freight agent at Chicago; 
J. A. Nordmeyer, soliciting freight agent at Chicago, succeed- 
ing Mr. Wissel; W. V. Gunn, traveling freight agent at Roches. 
ter, N. Y., and E. J. Schettler, traveling freight agent at 
Cleveland. 

E. V. Ingels has been appointed assistant controller, South- 
Pacific, succeeding P. B. Stofer, who died. 

Edward R. Endly, claim clerk, Ft. Wayne division, Penn- 
sylvania, has been retired after fifty years and two months of 
duty. 

M. B. McBride, assistant to the president, Cowlitz, Chehalis 
and Cascade Railway, has been appointed vice-president, with 
office at Chehalis, Wash. 

A. Murawsky, for many years traffic manager, National 
Enameling and Stamping Company, Milwaukee plant, has been 
appointed general traffic manager, succeeding P. M. Hanson, 
of St. Louis, who died September 18. The general traffic de- 
partment will now be maintained at Milwaukee. 

Hans Engel, general representative of the German Rail- 
road, freight information office, New York, will sail October 6 
for Berlin, where he will attend a conference of all represen- 
tatives of the company in foreign countries. He expects to 
return to this country about the end of November. 


DOINGS OF THE TRAFFIC CLUBS 


Harry F. Atwood, president of the Constitution Educational 
Association, was the speaker at the fall dinner meeting of the 
Junior Traffic Club of Chicago in the dining rooom of the Traffic 
Club of Chicago October 4. Brief remarks were also made by 
J. H. Beek, executive secretary of the National Industrial Traffic 
League, and H. A. Palmer, editor and manager of The Traffic 
World. President C. H. Shafer presided. 


The Los Angeles Transportation Club, Women’s Traffic Club 
of Los Angeles and the Rail and Water Club held a joint meet- 
ing at the Alexandria Hotel October 1 in honor of A. Lane 
Cricher, assistant chief of the transportation division of the 
Department of Commerce, Washington, D. C. Mr. Cricher spoke 
on “Physical Distribution Problems and the Survey Now Being 
Made by the United States Department of Commerce.” Menm- 
bers of the Chamber of Commerce, Foreign Trade Club, and 
Associated Traffic Managers of Los Angeles were invited. 


The Traffic Club of New Orleans held its first luncheon of 
the season, “Sweet Potato Day,” October 1. J. A. Durio, sec- 
retary, Southern Sweet Potato Exchange, Sunset, La., was the 
speaker. A “Football Day” luncheon will be held October 15. 


The Traffic Club of Philadelphia will hold a meeting at the 
Bellevue-Stratton Hotel October 8. The program will include 
a speaker, and entertainment by the Traffic Club Minstrels. 


The Transportation Club of St. Paul held a meeting at the 
Union Depot dining room October 2. Mayor L. C. Hodgson, of 
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St. Paul, was the speaker. There was a program of entertain- 
ment. The next meeting will be held October 9. C. R. Petry, 
Erie, and Stanley M. Low, Minnesota By-Products Coke Com- 
pany, will be in charge of the program. 





The Traffic Club of Atlanta held a luncheon at the Atlanta 
Athletic Club October 1. The program was in honor of the 
Atlanta Chamber of Commerce. Ivan Allen, chairman of the 
industrial bureau of the Forward Atlanta Commission, was the 
principal speaker. 





The Oakland Traffic Club held its first meeting of the season 
at the Athens Club September 18. There was an attendance 
of about 100. The retiring president, J. Dick Yates, and sec- 
retary, T. T. Harrington, were presented with gifts of apprecia- 
tion by the membership. The presentations were made by the 
new president, L. A. Niell, Francis Bustillo, of the National 
Institute of New York, spoke on Psychology and memory work. 





In line with its action last year, the Bridgeport Traffic Asso- 
ciation will cooperate with the local Y. M. C. A. in presenting 
a course in traffic management. ‘The classes will be held on 
Wednesday evenings. The organization meeting will be held 
October 10. W. H. Pease, traffic manager of the Bridgeport 
Brass Company and chairman of traffic committees of both the 
state and local manufacturers’ associations, will be the director 
of the course. The following will be associated with him as 
instructors for the first semester: H. J. Benzie, General Elec- 
tric Company; F. E. Sanford, Harvey Hubbell, Inc.; R. W. Miller, 
Crane Company, and J. C. Huntting, American Chain Company. 
The work for the first semester will cover the fundamentals of 
traffic management. 





The Traffic Club of Kansas City held a luncheon at the Kan- 
sas City Athletic Club October 5. Major L. E. Rudd, commercial 
agent, Western Union Telegraph Company, spoke on “Evolution 
of Communicatien.” 





At a meeting of the Women’s Traffic Club of San Francisco 
September 27, John J. O’Toole, city attorney, spoke on the Con- 
stitution of the United States. Edythe Johnson, of the Southern 
Pacific, who was the club’s delegate to the convention of the 
California Federation of Business and Professional Women, 
presented a report. A number of papers were read on “Political 
Rate Making” and there was a discussion of that subject, at 
the conclusion of the papers, led by Marie V. Furst. A meeting 
will be held at the Women’s City Club October 11. Stanley 
Gibson, of Grinnell Company, will speak on “Aero Transporta- 
tion.” 





The Birmingham Traffic and Transportation Club held a 
dinner-dance at Highland Park Country Club September 25 in 
honor of the Central of Georgia. W. H. Sadler, attorney was 
toastmaster, and the speaker was J. J. Pelley, president of the 
Central of Georgia. 





The Jamestown (N. Y.) Traffic Club will hold its next 
meeting October 18 at the Hotel Jamestown. The speaker will 
be H. C. Snyder, assistant freight traffic manager of the Erie, 
New York, whose subject has not been announced. Through the 
courtesy of the Pennsylvania the meeting will be entertained 
by the Red Arrow Quartet of Pittsburgh. 





The Traffic Club of Chicago will have an aviation luncheon 
October 10. E. A. Stedman, vice-president, American Railway 
Express Company, will speak on “Air Express;” Earle Reynolds, 
president, National Air Transport, Inc., will speak on “Air 
Development,” and William P. MacCracken, assistant secretary, 
Department of Commerce, will speak on “Government Relations 
to Air Development.” Among the invited guests are the heads 
of a number of the large air transport companies, industrial 
organizations and officials of railroads. 





The Traffic Club of Minneapolis held a meeting at the Nicol- 
let Hotel October 4. Irving P. Jones, assistant superintendent 
of the State Bureau of Criminal Apprehension, spoke on “Crim- 
inal Indentification by Means of Finger Prints and Bertillon 
Measurements.” 





The Cleveland Traffic Club will hold its bi-monthly meeting 
at the Hotel Cleveland October 15. Dr. A. Caswell Ellis, of 
Cleveland College, will speak on “Can an Adult Learn Any- 
thing?—If so, What and How?” At a recent meeting the res- 
olution adopted by the Associated Traffic Clubs of America at 
San Francisco was ratified. 





At a meeting of the board of governors of the Transporta- 
tion Club of Columbus September 24, Ira Morris, assistant gen- 
eral freight agent, Hocking Valley, and J. G. Young, manager 
of the industrial and transportation department, Columbus 
Chamber of Commerce, were selected as delegates to the meet- 
ing of the Associated Traffic Clubs of America at Chicago. C. A. 
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Veth, traffic manager, Smith Agricultural Chemical Company, and 
J. G. Vreeland, general agent, Erie, were appointed alternates 
S. A. Stack, terminal yardmaster, Big Four, was elected a men. 
ber of the board of governors to fill the unexpired term of W. ¢ 
Pennell. The next meeting will be October 15. 





The Toledo Transportation Club will hold its first meeting 
following the summer vacation October 8. A buffet luncheop 
will be served and films, including those taken at the Heather 
Downs Golf Club, will be displayed. 





The Traffic Club of Newark held a meeting at the Chamber 
of Commerce Building October 1. J. M. Fitzgerald, chairmay 
of the committee on public relations of the eastern roads, spoke 
on “In the Public Interest.” Reports were received from the 
nominating committee and the outing committee and there was 
a program of entertainment. 





The Traffic Club of Tulsa held a luncheon at the Hote] 
Mayo October 2, with an attendance of 125. J. Burr Gibbons 
spoke on the International Petroleum Exposition, to be held at 
Tulsa October 20 to 29, inclusive. The annual fall banquet will 
be held at the Mayo Hotel October 9. 





; The Transportation Club of Evansville has ratified the rego. 
lution pertaining to political rate making adopted by the Asso. 
ciated Traffic Clubs of America at the San Francisco meeting. 





The Miami Valley Traffic Club has selected T. T. Webster, 
general traffic manager, G. H. Mead & Co., Dayton, O., and 
G. C. Armstrong, general agent, C. M. St. P. & P., Cincinnati, 
as delegates to the meeting of the Associated Traffic Clubs of 
America at Chicago. J. E. Haynes, traffic manager, Frigid Air 
Corporation, Dayton, and F. L. Tullis, traveling freight agent, 
Illinois Central, Cincinnati, have been appointed alternates, 
The resolution pertaining to political rate making adopted by 
the national organization at San Francisco has been ratified. 





The Knoxville Traffic Club has ratified the resolution per- 
taining to political rate making adopted by the Associated Traffic 
Clubs of America at the San Francisco meeting. 





The Indianapolis Traffic Club has appointed W. T. Peacock, 
general agent, Big Four, delegate to the meeting of the Asso- 
ciated Traffic Clubs of America at Chicago. 





The Traffic Club of South Bend has appointed J. J. Crimmins 
and L. R. Martin, traffic manager, Oliver Chilled Plow Works, 
delegates to the meeting of the Associated Traffic Clubs of 
America at Chicago. George C. Shobe, traffic manager, Dodge 
Manufacturing Company, and Glenn Hess, traffic manager, 
Mishawaka Rubber and Woolen Manufacturing Company, have 
been appointed alternates. H. J. Jackson, president of the club, 
also expects to attend. 





“In order not to detract from the attendance at the Cardinal. 
Yanks world’s series game,” the board of governors of the Traffic 
Club of St. Louis has decided not to hold the regular meeting 
of the club set for October 8. 


GYPSUM INSTITUTE ORGANIZED 


Recognizing the need of cooperation, certain gypsum manu- 
facturers at a recent meeting in New York organized the Gyp- 
sum Institute. This organization will take over the properties 
of The Gypsum Industries, Incorporated, which suspended activi- 
ties May 1, and will function in much the same manner and 
with some of the same personnel as the old association. A 
headquarters office and a traffic’ department have been 
opened in New York City. Meetings’ will be held each 
month. The following officers were elected: President, James 
Leenhouts, vice-president and general manager of the Grand 
Rapids Plaster Company, Grand Rapids, Mich.; first vice- 
presdent, Eugene Holland, president of the Universal Gypsum 
and Lime Company, Chicago, IIll.; second vice-president, 
L. I. Neale, sales manager of the Atlantic Gypsum Products 
Company, of New York; secretary and treasurer, W. J. Fitz 
gerald, New York; other members of the board of directors, 
F. G. Ebsary, president of the Ebsary Gypsum Company, Scotts- 
ville, N. Y., and J. F. Haggerty, president of the National Gypsum 
Company, Buffalo, N. Y. 


CHICAGO SHIPPERS’ CONFERENCE 


The question of the relationship between Chicago and Mil- 
waukee on traffic to the southwest was the subject of discussion 
at the monthly meeting of the Chicago Shippers’ Conference 
Association October 3. It was said that the rate committee of 
the organization was checking out the distance averages a8 
between the southwest and the Chicago group points, including 
Milwaukee, on the one hand, and between the. southwest and 
the Chicago group, excluding Milwaukee, on, the other. The 
it is expected a meeting will be held with Milwaukee repre- 
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sentatives. In the event of agreement between the shipper 
representatives, a meeting will be held with the carriers in an 
effort to iron out such disagreement as may exist with them. 

Nominations, to be voted on November 6, were presented 
as follows: President, J. P. Haynes, executive vice-president, 
Chicago Association of Commerce; vice-president, W. J. Womer, 
traffic manager, Consumers’ Company; secretary, A. J. Goetz, 
traffic manager, Roberts & Schaefer Company; treasurer, W. J. 
Hammond, traffic manager, Inland Steel Company; board of 
directors, H. R. Park, traffic manager, Chicago Live Stock Ex 
change; H. G. Legan, traffic manager, Morton Salt Company, 
and R. C. Livingston, traffic manager, Interstate Iron & Steel 
Company. 


LUMBER SHIPMENTS 


The lumber movement the week ended September 29 con- 
tinued at the high level recorded for the greater portion of the 
year, with sales of 860 leading mills amounting to 412,320,000 
feet, as compared with 405,729,000 for 882 mills the week before. 
Reports to the National Lumber Manufacturers’ Association 
give production as 400,956,000 feet and shipments as 408,755,000 
feet. In the softwood group orders were substantially ahead 
of last week, while in the hardwood branch production showed 
a slight gain. Both shipments and orders of hardwoods were 
less. The production of 229 West Coast Lumbermen’s Associa- 
tion mills was 197,901,939 feet, a gain of more than 10,000,000 
feet over the weekly average production this year, but 33,000,000 
feet behind the three-year average weekly operating capacity. 
In the Southern Pine Association, 149 mills (190% units) re- 
ported production as 68,533,817 feet, which was 12,238,313 feet 
under the three-year average. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood and two hard- 
wood regional associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood Hardwood 
Bilis Cor unite*) .....: 538 397 548 334 
PPOMUCTHION  ccccccccccce 346,575 54,381 349,146 53,698 
INIED sc cccecciceees 349,521 59,234 356,297 61,099 
344,028 61,701 


Orders (new bus.)...... 353,671 58,649 
*A unit is 35,000 feet of daily production capacity. 


PRESIDENT ACTS IN WAGE CASE 


Notified by the Board of Mediation that the dispute between 
western carriers and their conductors and trainmen, in which 
the board had endeavored to bring about a settlement, threat- 
ened substantially to interrupt interstate commerce in the west- 
ern district to a degree such as to deprive the whole or some 
part of the section of essential transportation service, President 
Coolidge, September 29, issued a porclamation announcing the 
creation of an emergency board as provided for under section 
10 of the railway labor act. At the same time it was announced 
at the White House that the President had appointed the fol- 
lowing as members of the board: James R. Garfield, of Cleve- 
land, O.; Walter P. Stacy, chief justice, Supreme Court of North 
Carolina; Professor Davis R. Dewey, Massachusetts Institute 
of Technology; Chester H. Rowell, of Berkeley, Calif., and George 
ys Baker, of Davenport, Ia. 


The members of the board, it is stated in the proclamation, 
shall be paid $100 a day each for every day actually employed 
in connection with their duties, and shall be reimbursed for 
necessary expenses, including traveling and subsistence expenses. 

The Board of Mediation announced that the emergency 
board would convene in Chicago October 2 to begin its inves- 
tigation, and pointed out that: 


Under the railway labor act the emergency board has thirty days 
from the date of its creation within which to complete its investiga- 
tion and to report to the President. The law further provides that 
during this period and for thirty days thereafter ‘‘no change, except 
by agreement, shall be made by the parties to the controversy in 
the conditions out of which the dispute arose.’’ 


On October 2 representatives of the employes and the car- 
riers outlined their respective positions and detailed the various 
steps in the negotiations that had gone before their final ter- 
mination, which occasioned the appointment of the commission. 
Kenneth A. Burgess, general solicitor, Burlington, spoke for the 
carriers, and A. F. Whitney, president of the Brotherhood of 
Railroad Trainmen, and E. P. Curtis, president of the Order 
of Railway Conductors, for the employes. 

Only three new facts have developed subsequent to the find- 
ing of the arbitration board in June, 1927, that the western 
conductors and trainmen were not entitled to increases, Mr. 
Burgess said. The first, he said, was that there had been a 
further decline in the earnings of the western roads. The re- 
turn on investment in 1927 on the Commission’s valuation 
amounted to 4.2 per cent, as against 4.6 per cent in 1926. Sec- 
ondly, he said, there had been a decline in the cost of living. 
According to government figures, which he presented, the cost 
in December, 1926, was 75.6 per cent above the 1913 level. In 
June, 1928, it was 70 per cent above the 1913 level. Lastly, the 
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western roads had been required to increase the wages of the 
firemen approximately 6.5 per cent as the result of an award 
of an arbitration board, and the railroads, hoping to bring the 
cycle of increases to a close, had granted a:similar increase 
to the engineers. 

He said the carrier representatives would attempt to show 
that, although wages were generally higher in the industria] 
east than in the agricultural west, the conductors and trainmen 
on the western roads were actually receiving more than the 
same classes of employes in the east, despite the increases 
granted to them last year by arbitration boards. The present 
level of the wages of the western train service employes was 
within five per cent of that of the peak period of 1920, he said, 

The rest of the week, after the first day, has been taken up 
by the presentation of the detail of their case by employe rep. 
resentatives. That has largely been in the nature of compari- 
sons between the earnings of the train service employes. with 
those of similar and allied classes in other sections of the coun. 
try and in the country generally. They expect to establish a 
“prima facie’ case, on the basis of such comparisons, justifying 
the increases sought. 

It is understood that the carriers will begin the presentation 
of the detail of their case next week. 

Neither the railway employes nor the railroads will be 
bound by the report and recommendations of the emergency 
board the President has appointed. The report may afford a 
basis for settlement but if a settlement is effected on the basis 
of the report it will be the result of voluntary action by the 
parties to the controversy. The theory back of the provisions 
of the railway labor act providing for appointment of emer- 
gency boards, after mediation and aribitration have failed to 
effect a settlement, or where arbitration is not accepted by 
either side, is that the report of a board appointed by the Pres- 
ident, supported by public opinion, may influence the parties 
to a dispute to make a settlement. The President may or may 
not make public the report of the emergency board when it is 
submitted to him. 

The only other case similar to the present one that has 
arisen since the railway labor act was approved is that of the 
Kansas City, Mexico, and Orient. The President appointed an 
emergency board to report on the dispute between that road 
and its employes. The report was made public when it was 
submitted. Adjustment of the dispute followed. Under the 
railway labor act, the President has no authority to do any- 
thing except appoint the emergency board and receive its re- 
port. He might, of course, if it appeared that a strike was to 
be resorted to after the board’s report had been made public, 
appeal to the parties to settle their differences. 


RAIL EMPLOYES BUY STOCK 


The Pennsylvania Railroad treasury department has mailed 
to over 100,000 employes official notices of the number of shares 
of capital stock each will receive under the allotment of 330,000 
shares authorized by the board of directors. The issue, which 
was offered to employes at par ($50 a share), each employe 
having the privilege of subscribing for from one to ten shares, 
was oversubscribed, though no further subscriptions were ac- 
cepted by employing officers after the stock had been fully 
taken up. Oversubscription was due to the fact that many 
thousands of subscriptions had already been accepted locally 
and were en route from road offices to the treasury department 
in Philadelphia when the allotment was closed. These had to 
be included in the distribution of shares. 

In view of the oversubscription, the company, in accordance 
with its announced plan, has reduced the larger subscriptions 
to bring the aggregate within the total authorized. Over 16,000 
employes who subscribed for the maximum of ten shares each 
will receive only nine shares on their subscriptions. All sub- 
scribers requesting less than ten shares will receive a full 
allotment of stock. 

Employes will pay for their new stock on the installment 
plan by regular monthly deduction from the payrolls. 





WAGE STATISTICS 


Total compensation paid 1,735,677 Class I railroad employes 
for June amounted to $240,978,172, a decrease of 4.71 per cent as 
to employes and of 4.02 per cent as to compensation, as com- 
pared with June, 1927, according to the Commission’s monthly 
statement on wage statistics. 


NORTH PLATTE CUT-OFF 


The Union Pacific System announces that its North Platte 
cut-off from Yoder, Wyo., a point on the North Platte branch, 
to Egbert, Wyo., has been completed and freight service is avail- 
able. Regular passenger service will be established shortly. 
This line, built at a cost of éver $2,500,000, is 62.7 miles long 
and affords a direct short line between Denver, Cheyenne and 
other western territory, and the Gering-Scottsbluff-Torrington 
territory, the latter including the western Nebraska and eastern 
Wyoming irrigation districts. 
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eS | ES S| ES | ee 


a... oe 
NEWYORK.SI.| sary 11] suty 26 | August 4} August 17 | August 31 | September 14 


re | ee | | eS | 










—_—_——— | —— | | | | 





ST. CROIX..... July 17 | Norfolk, Va.,| August 11/ Norfolk, Va.,j September 7 | Norfolk, Va., 

ST. KITTS..... July 18] 4 days |August 12} 4 days | September8| 4 days 

ANTIGUA...... July 19} before August 13} before | September9| before 

GUADELOUPE. | July 20) New York) | August 14) New York) | September 10] New York) 

DOMINICA..... July 21 August 15 September 11 

MARTINIQUE..| July 21 August 15 September 11 

8T. LUCIA..... July 22 August 16 September 12). 222 

BARBADOS.....| July 23 August 16 September 12} 

TRINIDAD..Arr.| July 25} August 5 | August 18] August 27 |September 14|September 24 |MBL #me i SS. 

TRINIDAD. .Ly.| July 25 August 19 September 15) 

GRENADA...... July 26 August 20 September 16,2 ; 

8T. VINCENT..| July 26 August 21 September 17 

DOMINICA..... July 27 August 22 September 18 a 

eusneevewe. ee sage, 99 September 27 TH compact little booklet, containing illuminating 

PARAMARIBO.. August 10 September 1 September 29 information, charts, statistics and data will be sent 

CAVENNE......| | Auguet 12 |_| September 8] | October 1 Saran + Gane «kanal eafanes Oe nade 

AE TON ase.| August 1 August 28 —— Coast, west coast of South America, or in the Orient. 

manele cnn! ae avo 6 = eee S Coae er Shipping Facilities: Labor Conditions and Living 
FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO Costs; Climate and Its Effect on Human Efficiency—and 

OCEAN DOMINION STEAMSHIP CORPORATION el laa aati hie 0d 


NEW YORK TERMINALS: PIER 52, EAST RIVER 


WHITEMALA BUN pING, J2 OATIATY C1AGE ATW YORE, NEW YORK San Diego 


- 
MONTREAL, P. Q. HAMPTON ROAD VA. i ( 
Ocean Deminion Steamships of Canada, Ltd. Chesngeshe Shipping ats California 
{111 Board of Trade Bidg. Itizens Bank Bidg. 
—— SS Werte, Va. If you would know more about the fastest growing section 







of America and 






% “Industrial and Agricultural Op- 
Pd \ portunities on the Shores of a Semi- 
a . Tropical Sea.” 










‘*Life in the City where Summers 
are Cool and Winters Never Come,’’ 
SUMME! or 





WINTER. <3. “Scenery, Health, Pleasure and Ro- 
— ‘) mance in America’s Greatest Sum- 
mer and Winter Playground.” 






a hia . —you are invited to indicate your 
"WALLIAMS LINE SHORTEST IN. wishes, and the particular informa- 
THE WORLD/ tion you desire by writing to the 












Industrial Development Department of the Chamber of 
ye me 753 Chamber of Commerce Bldg., San Diego, 
alifornia. 













Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 
FROM 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. _—~Philla ja, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 






















| Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions wows Bye practical traffic 

roblems. We do not desire to take the place of traffic man but to 
help him in his work. 2 ‘ 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ‘ 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Tariff Interpretation—Application of Intermediate Rule 


Washington.—Question: There are joint through rates in 
effect from station A to stations Q, R, and S, via X Railway to 
B, thence Y Railway and connections to Q, R, and 8S. The tariff 
shows B as located on Y Railway, but not on X Railway; so 
through rates are accorded industries on Y Railway, but indus- 
tries on the X Railway within the switching limits of B are 
subjected to switching charges in addition to the through rate. 
The through rate, plus switching charges at B, is in excess of 
the joint through rate from A via B. 

The intermediate clause in the tariff reads as follows: 
“Points not named take rate in effect from next more distant 
point named herein * * *” 

Station B is not named on X Railway and we contend that 
the joint through rate from A must‘be held as a maximum. The 
carriers present two contentions: First, that B, being named 
on Y Railway, precludes the application of the intermediate rule; 
second, that the industry track is not directly intermediate and 
that the intermediate rule would therefore only affect the trans- 
fer track. 

We have been unable to locate decisions of the Commission 
either for or against and would like to have the benefit of your 
consideration of the question. 

Answer: With respect to this question, see the Commis- 
sion’s ppinion in Frank Produce Company vs. Director-General, 
118 I. C. C. 88. In this case the Commission, on page 89, said: 


In Summit Grain Co. vs, C. M. & St. P. Ry. Co., 109 I. C. C. 763, 
the complainant there sought to have the rate from Jefferson, S. D., 
to Trinidad, Colo., applied on its shipment from Jefferson to Fow- 
ler, Colo., intermediate to Trinidad, under an intermediate clause 
which provided that rates to stations “not named herein” would 
be the rate to the station beyond to which a rate was named. 
Division 4 of the Commission said: 

“Fowler was named in the tarff, but it was not named in the 
item which carried the rates on bulk corn from Jefferson to Colo- 
rado points. As under the wording of the intermediate provision 
quoted, rates apply to intermediate joint only when they are not 
named in the tariff, the rate published to Trinidad was not ap- 
plicable to Fowler. Merrill & Bro. vs. I. C. R. R. Co., 36 I. C. C. 523, 
524; Rawson vs. C. C. C. & St. L. Ry. Co., 45 I. C. C. 183. It follows 
that the rate assessed was applicable. 


Under the Commission’s decision in the above case the rate 
from A will not apply from B, B being a point named in the 
tariff. 

The above relates to the first contention of the carrier. As 
to the second contention, see our answer to “Massachusetts” 
on page 1092 of the April 23, 1927, Traffic World, under the 
caption “Rates—Fourth Section Violation” and our answer to 
“Massachusetts” on page 1480 of the June 4, 1927, Traffic World 
under the same caption. The Commission, as you will observe, 
has held that a delivery point on an industry track is to be con- 
sidered as an intermediate point under the fourth section, as 
well as the point at which a transfer track is located. 


Embargoes 

Pennsylvania.—Question: We have been trying to locate a 
case similar to the one we have at hand. We forwarded a 
shipment to a point, and, while in transit, an embargo was placed 
by the railroad against the acceptance of shipments for points 
in that territory. The carrier forwarded this shipment to the 
nearest point, which was about 200 miles from the destination 
named in our bill of lading. They requested disposition, which 
we necessarily had to furnish, ordering the shipment back to us. 
The freight charges were assessed both ways. We feel that, 
inasmuch as the shipment was accepted after the embargo was 
placed, we should not be liable for freight charges. 

We would appreciate your advising us whether there have 
been cases similar to this before the Commission, and whether 
or not they allowed freight charges. 

Answer: In Murray vs. Director-General, 69 I. C. C. 477, the 
Commission, on page 482, said: 


The theory of reconsignment is that the shipment is one from 
point of origin to ultimate destination Assuming in the case of 
a direct shipment that the car had started from point of origin 
before the embargo had been laid, all delays between point of 
origin and point of destination would be chargeable to the carrier 
and no demurrage would be assessable against that car; and the 
same would be true, except as provided by tariff, with reapest to 
a diverted or reconsigned shipment. Wood vs. N. Y. P. & N. R. R. 
Co., 63 I. C. C. 188, 186. 
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However, see Hudson Motor Co. vs. Michigan Central R. R. 
Co., 42 I. C. C. 1, in which case the Commission found that where 
shipments of automobiles consigned to Mexico were held at the 
border on account of an embargo involving the assessment of 
demurrage charges, the failure of the carriers to provide for the 
return of such shipments at reduced rates was not unreasonable, 

In the instant case, while apparently the carrier could not 
have charged demurrage on the shipment while held in transit 
by reason of the embargo which, as we understand, was placed 
after the shipment had been delivered to the carrier at point 
of origin for transportation, there was no duty on the part of 
the carrier to return the shipment to you free of transportation 
charges. An embargo is an emergengy measure to which the 
traffic of any shipper may be subjected and therefore unless yoy 
were given any other alternative than to order the return of 
the shipment we do not believe that you have any basis for a 
complaint involving a refund of the charges assessed for the 
return movement of the shipment in question. 

Liability of Carrier for Delivery at Other than Billed Destination 

Texas.—Question: Please give me your opinion of the fol- 
lowing subject: 

There was shipped from A to B, a prepay station, a ship- 
ment of notions. This shipment was routed via carriers W, X, 
Y and Z. In the rebilling of this shipment at some point en 
route the original waybill became lost and shipment was billed 
Dead Head Astray from C to B. When the shipment was re- 
ceived by us at D, on Dead Head Tstray billing, going to a non- 
agency station, we unloaded it at the first open station, which 
was E. 

The consignee was notified that the shipment was on hand 
at E, but never called for it. The agent at E never reported 
the Dead Head Astray waybill to the auditor’s office, account 
being unable to get revenue billing. In the meantime our sta- 
tion at E was destroyed by fire with all its contents, including 
this shipment. 

Due to the fact that this shipment was at E with no revenue 
billing to cover, same was not included in our schedule to the 
insurance company and, consequently, we were not paid by them. 


Section 9 of the Uniform Bill of Lading states that if ship- 
ments are not removed from depot within a certain length of 
time our liability as a common carrier ceases and becomes that 
of a warehouseman. 


This shipment was received at E December 15, 1927, and 
the station was destroyed by fire February 29, 1928. The ques- 
tion is, just what is our liability as a warehouseman in the case? 


Will appreciate your advising me as to decisions of the 
Commission bearing on cases of this kind. 


Answer: As to the liability of a carrier as a warehouse- 
man, see our answer to “North Dakota,” on page 1402 of the 
December 11, 1926, Traffic World, under the caption “Liability 
of Carrier as Warehouseman.” 


In the instant case, however, it appears that while the 
shipment was consigned to B, a prepay station, the shipment 
was not unloaded at that station, but was unloaded at an open 
station adjacent thereto. It being the duty of the carrier to 
deliver goods at the destination designated in the contract of 
shipment, delivery at any other place, whether in close proximity 
to the place designated or not will not relieve the carrier of 
its responsibility as such. Thompson vs. R. Co., 170 N. W. 708; 
R. Co. vs. Gross, 204 S. W. 693; Dunlop Lumber Co. vs. Nashville, 
etc., R. Co., 165 S. W. 224; Graff vs. Bloomer, 9 Pa. 114. 


It seems apparent that, as to the shipments in question, 
unless the bill of lading contract contained some provision 
authorizing the transportation of and unloading of the shipment 
at the agency station adjacent to the non-agency station to 
which the shipment was consigned there was not a delivery of 
the shipment so as to release the carrier from liability as a 
carrier. Therefore, even though it be proved that it was not 
liable as warehouseman at the time shipment was destroyed by 
fire which destroyed the station at E, the carrier could not 
escape liability as a carrier by reason of its failure to transport 
to and deliver the shipment at its billed destination. 


Liability of Carrier for Loss of or Injury to Baggage 


New York.—Question: Recently one of our employes re- 
turned from the west, insuring her baggage in the amount of 
$350. Upon arrival of the baggage at New York it was trans- 
ferred to the X Express Company, the agent of the carrier for 
delivery to our employe’s home. The baggage was delivered 
and signed by the landlady apparently in good order, at 11 a. m. 
At 6:30 p. m., when our employe arrived home, upon opening 
the trunk, several valuable articles were found to be missing. 
The appearance of the drawer indicated that same had been 
tampered with. Never having had a case similar to this, we 
would appreciate your citing us to decisions of a similar nature 
or stating the liability of a common carrier with regard to 
baggage. 

Answer: The liability of a carrier for the personal baggage 
of a passenger intrusted to its care unless specially restricted, 
is the same as its common-law liability as a carrier of goods, and 
hence its liability in case the baggage is lost, stolen or injured 
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Ship to Mexico) O—_—_ - 


By Steamer Direct Service 


LOS ANGELES (witmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND (Grove Street Pier) 


— Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Ah 5 Railroa 


FAST WEEKLY SERVICE Rae aT Steamer 


October 6 SUDAWSONCO 
SURICO 


NEW YORK TO October 20 


November 3 
November 17 


Vera Cruz and Tampico AND ALTERNATE SATURDAYS THEREAFTER 


Through Bills of Lading to all points on the Mexican Ll 
Railways or National Railways of Mexico From - swercenstas 
eee MOBILE, ALA. y= 4, State | Steamer 
i October 18 SUSPEARCO 
Regular Service from New York en Bg SUNELSECO 


to Progreso and Puerto Mexico November 15 SUPORTCO 
AND ALTERNATE THURSDAYS THEREAFTER 


New YorkK AND Cusa Matz S. S. Co. 
TRANSMARINE LINES 
WA R D is I N E Port Newark Terminal 5 Nassau St., New York City 


Telephone Mulberry 4300 Telephone Rector 0020 


Pier 13, E. R., Foot of Wall] St. New York City Agencies: Buffalo, Chicago, Los Angeles. Mobile, 
Oakland, Pittsburgh, San Francisco, Seattl 


Now in Service! 


THE FINEST TRAINS IN THE WORLD 
The ‘New = The ‘New 


NorTH WESTERN ies Corn KING 
LIMITED LIMITED 


CHICAGO - ST. PAUL - MINNEAPOLIS CHICAGO - OMAHA - SIOUX CITY 


The elegance of its furnishings, the FEATURES This train of splendor, operating 


distinctive appointments provided ae and over the only double-track railway 


for comfort, the smoothness of its eae * a to Omaha, which is protected by 


Solarium 


operation, its superb cuisine, the ae automatic train control all the way, 


en suite 


high > eng of va personnel, all Percelate Wechbowls provides an overnight journey that 
ae Gees eee ag ee ee is unequalled in restfulness, safety, 


this fine equipage the utmost in a del 

t 1 fort Luxurious Club Lounge and elegance. 

ravel comfort. Famous Table d’Hote 
Ly. Chicago ... . 6:05P.M. 


° , Parchment Shaded Lights 
Lv.Chicago . . . . 6:30P.M. Real Soda Fountain Ly. Oak Park. . . . 6:21PM. 


Lv. Evanston (Davis St.) 6:49 P.M. Servidor Service 
Ar.St.Paul . . . . 7:00A.M. pee i ot Ar.Omaha_ . . . + 7:25A.M. 


Ar. Minneapolis. . . 7:35A.M. lighting and heating Ar. Sioux City . . . 8:15A.M. 


C. A. CAIRNS, Passenger Traffic Mer. CHICAGO & TICKET OFFICES 


Se NORTH WESTERN 23222 232 
. » Asst. Pass’r Traffic Mgr. 226 W. Jackson St. - Tel. Dearborn 2121 
M — LEAHY, General Passenger Agent Passenger Terminal,Tel. Dearborn 2323 

West Jackson St., Chicago, Ill. RAILW AY Pass’r Information, Tel. Dearborn 2060 


1989 
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is that of an insurer, unless the injury or loss is caused by an 
act of God or the public enemy, or the negligence of the owner 
of the baggage, or by the inherent qualities of the baggage. 

A carrier’s liability as insurer for a passenger’s baggage 
continues only during transportation and for such time there- 
after as affords the passenger a reasonable opportunity to re- 
move it, and, of course, terminates as soon as the baggage has 
reached its destination and has been delivered to the owner or 
his agent. Matteson vs. N. Y. C., etce., R. Co., 76 N. Y. 381. 

As in civil cases generally, in an action against a carrier 
for the loss of baggage, the burden of proof in the first instance 





RATES IN THE SOUTH 


Editor, The Traffic World: 


Replying to your recent editorial, “Railroads Must Help 
Themselves,” I want to give you a shipper’s view of the present 
situation and our idea of how the railroads can best help them- 
selves. 


I have noted with alarm the fast diminishing net return of 
the railroads, especially in the South, but I consider it to be 
only the logical result of the attitude taken by the rate-making 
officials of the railroads for the last two or three years. When 
rates are made too high to move the traffic, the traffic will find 
other ways to move. This is exactly what has happened in 
Southern Territory. Carrying out its new policy “that carriers’ 
revenue must be maintained at any cost,” the Commission has 
for the last two or three years allowed the carriers constantly 
to increase the rates in the South by both cancellation of less 
carload commodity rates and increase of class rates. It ap- 
pears that the carriers only have to suggest an increase in a 
rate and it is ordered in by the Commission regardless of all 
protests by the shippers. It would seem that both the carriers 
and the Commission would be sufficiently far-sighted to see that 
the ultimate result of their policy is to reduce, and not increase, 
the carriers’ revenue. It is certainly not a wise policy to make 
rates higher than the traffic will stand; this is what has been 
done in the South. 


In the Commission’s decision in Docket No. 13494, the Vir- 
ginia cities, especially Norfolk, were hard hit. Our rates were 
increased in varying degrees, from ten per cent on traffic Nor- 
folk to Raleigh to twenty-five per cent on traffic Norfolk to 
Charlotte. I have often wondered’ how the Commission could 
justify the inclusion of the rates from Virginia cities to zone 
points in North Carolina in this decision. These rates were not 
included in the original case and in the original decision, which 
was handed down in the case, these rates were specifically ex- 
cepted; but when the carriers suggested to the Commission 
that they would like to include these rates in the general ad- 
justment, they were allowed to do so regardless of the protests 
and requests for suspension from the State Corporation Com- 
mission of Virginia, Virginia Shippers’ Association, Norfolk- 
Portsmouth Freight Traffic Commission, David Pender Grocery 
Company, and many other. We were not allowed any oppor- 
tunity to defend our rates. We were not accorded our day in 
court. We realize that we can at any time bring formal com- 
plaint against these rates, but, knowing the attitude of the 
Commission, we feel that it would be a waste of time. The 
rates put in as a result of the decision in 13494 were higher 
than the traffic would bear; therefore, the traffic has scattered 
to water lines, truck lines, and any other way that it can move 
on reasonable rates and, as a natural result, the revenue of 
the rail lines shows a steady decrease. 


In the decision in Docket 13494, the Commission gave the 
carriers permission to cancel all less carload commodity rates 
in the South. With this in view the carriers called a general 
conference in Atlanta to consider how best to cancel these less 
carload commodity rates. There was more hard feeling shown 
between the carriers and shippers at this conference than at 
any I have attended since prewar days, and the conference 
broke up with absolutely nothing accomplished. This conference 
seemed to mark the end of the era of good feeling which had 
been existing in the South between shippers and carriers for 
the last ten years and there has been constant dissension be- 
tween the shippers and carrier over these less carload rates 
ever since the date of that conference. Some of these rates 
have been cancelled, some are still in effect. Business in the 
South is built up largely on these less carload rates and the 
loss of these rates was a bitter blow to southern distributors. 
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is on the plaintiff to prove his cause of action, such as the 
delivery of his baggage to the carrier, and that the loss did not 
occur before the baggage came info defendant’s possession, or 
after it left its possession. But where plaintiff shows delivery 
of the baggage in good condition to the carrier, and that there 
was a loss or injury to the baggage when delivered to him, he 
makes out a prima facie case; and it is then incumbent on 
defendant, in order to avoid liability, to show a proper delivery, 
or that it has not converted the baggage, or otherwise to ex- 
plain why it has not been delivered in such a way as to relieve 
the carrier of liability. 






Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 


e 


They very naturally looked for other means for moving their 
traffic and, consequently, the revenue of the rail carriers shows 
a steady decrease. 

In the southeastern sugar case, Docket No. 13569, the Com- 
mission ordered cancelled all any-quantity commodity rates on 
sugar and ordered rates published on fifth class basis, less car- 
load, on this commodity. Sugar cannct move for any distance 
under fifth class less carload; therefore, the result of this order 
has been that the sugar distributors have placed warehouses at 
the various ports and are moving their sugar by water and truck. 
It is the same old story; the rates are higher than the traffic 
will bear; therefore, the traffic is moving other ways and the 
carriers’ revenue shows a steady decline. 

I am glad to say some of the carriers are already begin- 
ning to see their error and are looking for some way by which 
rates which will move the traffic can be published. I hope in 
the near future the Commission will see the result of their 
present policy and work more in line with the shippers in order 
that reasonable rates may be published. 

My suggestion of the best way for the carriers to help them- 
selves is to return to their old policy of co-operation with the 
shippers and make rates no higher than the traffic will bear. 

W. B. Jester, Traffic Manager, 
D. Pender Grocery Company. 
Norfolk, Va., Oct. 2, 1928. 


DUTY OF A TRAFFIC MANAGER 


Editor The Traffic World: 

Referring to article under the above caption in your issue 
of September 15, page 608, in which you quote statements from 
an anonymous letter to the Commercial News of Los Angeles. 
and reply from F. A. Hooper, agent of the American Hawaiian 
Steamship Company, at Los Angeles, to the Commercial News, 
of Los Angeles: 

We have no desire to see our name in print. However, in 
the interest of industrial traffic managers, we do not feel that 
we could consistently permit the statements referred to to go 
unchallenged, which we understand to be: 


Why route a purchase order when the shipper always knows 
better than the receiver what railroad or steamship company to 
use? 

If this causes a claim why not make the claim and forget it? 

What is the use of always harping upon prevention? 
th A traffic manager is hired to make claims; so why not make 

em? 

It is our duty to get the cheapest rate possible and let the 
carrier worry about paying the claim. 


We are wondering why the author used the words “OUR 
DUTY” in the last paragraph. Certainly, by no stretch of imagi- 
nation could what he said be considered as expressing the views 
of industrial traffic managers who take pride in that profession. 

As shippers and receivers of merchandise shipped via rail, 
steamship, truck and express companies, our experience con- 
firms our understanding and belief that filing claims is but 4 
small part of what should be expected of a traffic manager 
Certainly, claim prevention is one of the most important 
functions of the industrial traffic manager. 

First, while we are interested in collecting all that is due 
us, our first interest should be in preventing claims. 

Second, when we sell our merchandise to the carrier, we 
sell it at a loss. 

Third, when producers or distributors ship to their cus- 
tomers goods that are lost, damaged or delayed, they suffer as 
well as the customer does, and if the shipper forwards via the 
route that is cheapest and slowest when the customer wants 
his goods promptly, the shipper is not doing his duty. 

Fourth, we lose the profits that would have accrued had we 
sold the merchandise over our counters. 
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N.Y. 
N. t. Maritime Exchange Buffalo Office: Chamber of Commerce Bldg. 





The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 


Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eoauipvea with Sprinkler System Throughout. 


Reiiavie Transportation at a Moment’s Notice. 


G arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


J[ntesrity of Our Warehouse Receipts Is Unques- 
tioned. 


apacity of Tracks Serving Plants Over 500 Cars. 


Fe stablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’l Manager 


GEO. SEALY 
President 





T 
SERVING WITHOUT TRANS-SHIP MENT 

New York - Buffalo - Cleveland - Toledo - Detroit 

Oswego - Hamilton, Ont. 


SHIP BY BARGE! 


via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


Dependable Freight Service with 20% Savings in Rates. 
Delivery Alongside Steamers at New York Without rans-shipment. 


Nothing Less Than Full Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 
~~ 7 25 Broadway, New York City, N. Y. Boing Ce _ 
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“HARTMAN'S SERVICE” | 


Freight Rates for Shippers 


Loose Leaf Publications Covering Freight Rates to 
Eighty Thousand Destinations 


y_ (EASTERN FREIGHT RATES 
Hartimaly’S; WESTERN FREIGHT RATES 
CHICAGO GUIDE———— 
N accurate record of your transportation cost. No guess 
A work. Rates clearly and definately shown. Something 
every traffic department needs. 
What the Books Cover—Rates on classes from the gent 
Cities in the East to destinations in Official and uthern 
Classification Territories are provided in “Eastern Freight Rates 
Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in “Western Freight Rates”. 
Freight, Parcel Post and Express Rates applying from Chicago 
to destinations in every State; also Provinces of Canada are 
named in the “Chicago Guide”’. 






















, 11 of the Publications listed above will be sent on approval 
—_ without obligation. It is only necessary to return this 
coupon properly checked and endorsed. 


W. J. HARTMAN, Publisher, 732 Federal St., Chicago . 

Weare willing to examine your Publications as indicated below with the 5 

understanding that within thirty days we will send you the subscription price g 

or return the book (or books). aaitieia te : 
Hartman’s Eastern Freight Rates 

Oiartman’s Western Freight Rates « 

OJHartman’s Chicago Guide H 

WIERD MAME nc cccccccccccccccccccssoscsccccsscocccocessccsescoccccesveseosese ’ 

Rd eiscn ones deudonancasteywvessionedendoeneieovern aren : 

I viii cdadscndbeetenersssedbanncorssstetermeseansandent r 


Some Good Ideas 
on Shipping— 


are contained in the new Signode 
catalog number 15. Ideas on how the 
other fellow ships. How to get the 
most out of practically every type of 
shipment. New data on carloading, 
use of 2” strapping, etc. Send today 
for the new Signode Catalog No. 15. 













Consolidated Steel Strapping Co. 
2613 N. Western Ave. Chicago, IIl. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 
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Fifth, we lose the time and expense of filing and following 
up the claims. ; 

Sixth, our employes could apply their time and energy in 
more productive fields than by handling claims that might be 
prevented by giving the matter the thought and attention it 
deserves. 

Seventh, by relieving such employes of the burden of filing 
and handling claims, and by having merchandise arrive at the 
stores in salable condition and sold at a profit, we have accom- 
plished something worth while. 

We do not believe we can prevent all claims, but we do 
believe we can materially reduce the number and amount, and 
to the extent that we do reduce the number and amount, we 
have done work that will be reflected in our net earnings. 

It is to be regretted that any responsible paper would pub- 
lish such statements from a man who was unwilling to sign 
his name. However, it is encouraging to find that the state- 
ments were immediately challenged and that The Traffic World 
and Mr. Hooper have taken steps to expose the weakness of 
such views as the anonymous correspondent expressed in the 
Commercial News, of Los Angeles. 

F. W. Woolworth Co., 
C. L. Hilleary, Traffic Manager. 
New York, Sept. 28, 1928. 


OPERATING AVERAGES 


The Commission has issued the following comparison of 
selected items of freight service ‘operating averages for Class I 
steam railways: 
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14,690 473 *28.6 
16,323 375 27.9 
16,781 385 26.2 
16,305 508 28.2 
17,805 451 26.8 
19,460 469 26.9 
1,699 750 20,414 504 27.0 29. 139 

427 1,761 773 21,663 *511 27.2 29.8 63.0 46.0 132 

5,187 *1,803 *773 *23,294 498 26.4 *30.0 62.9 *47.6 *129 
5,221 1,798 781 22,731 493 *27.0 29.1 62.8 47.1 118 
*5,302 *1,849 *796 *24,312 *509 26.6 *30.4 *62.9 *48.5 *115 


tIncludes unserviceable cars. 

fincludes equivalent coal tonnage for fuel oil consumed. 
§Data not available. 

*Best record of the comparative period. 


FRUITS AND VEGETABLES 


The Bureau of Agricultural Economics of the Department 
of Agriculture has issued a compilation of statistics on carlot 
shipments and unloads of important fruits and vegetables for 
the calendar years 1924-1926 in Statistical Bulletin No. 23-S. The 
bulletin covers shipments of 16 important fruits and vegetables 
for the three-year period; shipments of 21 other commodities; 
total shipments of 37 commodities by states; carlot unloads of 
16 commodities in 36 cities; carlot unloads in 36 cities by 
months,, and total carlot shipments and unloads at 36 cities by 
states of origin. 

Additional evidence of the remarkable expansion of the 
fruit and vegetable industry in the United States in recent years 
is presented in the statistics, says the bureau, continuing in part 
as follows: 


The bureau’s figures on shipments of lettuce, for example, show 
an increase of nearly 12,000 cars in 1926 as compared with the year 
1924; peaches an increase of nearly 20,000 cars; sweet potatoes about 
7,500 cars; apples 16,000 cars, and watermelons 10,000 cars. The 
figures on these and other products cover only rail and boat ship- 
ments, but there has been also a tremendous unmeasured expansion 
in shipments of many products by motor truck. 

Development of new districts, improvement in transportation 
facilities and in the technique of preventing the deterioration of 
highly perishable products have made available the year round former 
seasonal products such as lettuce, celery, citrus and core fruits. Com- 
mercial areas for the production of these products have been estab- 
lished thousands of miles from leading consuming markets. More 
recently the motor truck has opened up possibilities for the develop- 
ment of similar specialized areas within overnight hauling distance 
of market centers, and the great expansion in motor truck transpor- 
tation has made it necessary for the Department of Agriculture to 
study the situation for some method of measuring this movement. 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended September 29 totaled 33,533 cars, as compared with 
29,388 cars (revised) the preceding week and 33,307 cars for the 
corresponding period of 1927, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 7,285 cars; imports, 7 cars; cantaloupes, 245 cars; cabbage, 
1,022 cars; carrots, 151 cars; cauliflower, 139 cars; celery, 321 cars; 
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cucumbers, 46 cars; grapefruit, 60 cars; imports, 61 cars; grapes, 


9,533 cars; green peas, 29 cars; lemons, 179 cars; lettuce, 913 cars; 
miscellaneous melons, 214 cars; mixed citrus fruit, 16 cars; mixed 
deciduous fruit, 129 cars; mixed vegetables, 514 cars; onions, 1,693 
cars; oranges, 546 cars; imports, 4 cars; peaches, 589 cars; pears, 
1,247 cars; peppers, 143 cars; plums and prunes, 268 cars; spinach, 
11 cars; string beans, 2 cars; sweet potatoes, 1,076 cars; tomatoes, 
718 cars; watermelons, 74 cars; potatoes, 6,361 cars. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
September 15-22, inclusive, was 146,800, as compared with 173, 
724 cars in the preceding period, while the average daily short- 
age reported consisted of 50 box and 25 gondola cars, according 
to the car service division of the American Railway Association. 
The surplus was made up as follows: 


Box, 70,648; ventilated box, 162; auto and furniture, 4,505; total 
box, 75,315; flat, 6,011; gondola, 20,199; hopper, 19,200; total coal, 
39,399; coke, 1,233; S. D. stock, 12,651; D. D. stock, 1,774; refrigerator, 
8,716; tank, 456; miscellaneous, 1,245. 


Canadian roads reported a surplus of 2,500 box, 100 flat, 
250 S. D. stock and 1,050 refrigerator cars. 


NEW C. & E. I. FACILITY 


A modern Gantry crane has been placed in operation in the 
C. & E. I. Canal street team track yards, Chicago. The crane 
straddles two tracks from 25th place to 29th place, with a 
spotting capacity of 30 cars. The tracks are separated by a 
39-foot driveway, with a ramp to street level at each end. The 
crane has two hoists—the main hoist, with a capacity of 50 
tons and a rated speed of 10 to 15 feet a minute, and an auxiliary 
hoist, capacity 15 tons, rated speed 20 to 25 feet a minute. 


HIGHWAY AID COSTS 

With the cooperation of state highway departments, 8,184 
miles of federal-aid highways were improved in the fiscal year 
1927-28, and 2,014 miles that had been previously improved by 
federal aid were given surfaces of higher type, according to 
the Bureau of Public Roads of the Department of Agriculture. 
This work was done at a total cost of $205,043,784, of which the 
federal government paid $88,056,984, or 43 per cent, and the 
states paid the balance. 


TRAIN CONTROL BUREAU TRANSFER 


The Commission has announced abolition of the bureau of 
signals and train control as a bureau and its merger with the 
bureau of safety in the following notice: 

Pursuant to action by the full Commission in conference, the 
bureau of signals and train control will be discontinued as a bureau 
and will be merged with the bureau of safety as the section of signals 
and train control of that bureau, effective October 1, 1928. Correspond- 
ence and reports relating to matters previously handled by the bur- 
eau of signals and train control should be addressed in the future to 
the director, bureau of safety, Interstate Commerce Commission. 


E. H. DeGroot, Jr., who was chief of the bureau of signals 
and train control, has been appointed special assistant director 
of the bureau of service, with which he was identified before 
he was made chief of the bureau of signals and train control. 
He will have supervision, for the time being, of the field work 
in connection with the Commission’s investigation of refrigerator 
service. 


Digest of New Complaints 


No. 21406. The Virginia State Horticultural Society et al. vs. A. & R. 
et al. 

Rates and charges in violation of first three sections of the 
act, on apples, from points in Virginia, West Virginia and Mary- 
land to points in three classification territories; shippers from 
points in New York, Washington, Michigan, Illinois, California, 
Idaho, Oregon, Missouri, Pennsylvania, Arkansas, Colorado and 
Kansas alleged to be preferred. Asks rates for future. 

. 21412. Heyman Furniture Co., Grand Rapids, Mich., vs. B. & O. 
et al. . 

Rates and charges in violation of sections 4 and 6 of the act, 
on furniture, from various points in West Virginia, New York, 
Pennsylvania and Ohio to Grand Rapids, Mich. Asks reparation. 
. 21413. I. E. Lozano, San Antonio, Tex., vs. G. H. & S. A. et al. 

Unreasonable rates on imported newsprint paper, from Houston 
and Galveston, Tex., to San Antonio, Tex. Asks reparation. 
21414. Caruso, Rinella, Battaglia Co., Inc., Schenectady, N. Y» 
vs. Pennsylvania et al. 

Rates in violation of sections 1, 3 and 6 of the act, on peaches, 
from Milton, Del., to Syracuse, N. Y., diverted to Malone, N. Y. 
Asks rates for future and reparation. 

. 21415. W. P. Brown & Sons Lumber Co., Inc., Louisville, Ky., Vs. 
Pennsylvania et al. v 

Unreasonable charges on creosote oil, from Follansbee, W. V4., 
to Chattanooga, Tenn. Asks rate for future and reparation. 

. 21416. aaaper Furniture Co. et al., Chicago, Ill., vs. C. C. C. & 
St. L. et al. 

Illegal charges on furniture, from Evansville and other Indiana 
points, Louisville, Ky., Nashville and other Tennessee points to 
Chicago, Ill. Ask cease and desist order and reparation. 4 
. 21214. Sub. No. 1. Metal & Thermit Corporation, New York, N. 
¥., ve. A. C. & ¥. ot ab 

Rates and charges in violation of sections 1 and 3 of the act, 
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A Modern Warehouse 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
L this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, ———- material and so on. 
Equipped with every modern loading unloading device and 
enjoying switching privileges from any line entering the city. 
Absolutely Fireproof. Attractive, Low Insurance Rates 
fs Pool Car Distribution. Household Storage 


f/go) New Terminal Warehouse Company 
LNA £3 LITTLE ROCK, ARKANSAS 


eae. 
“ yl 

Member American Warehousemen’s Association, 
American Chain of Warehouses 


DENVER, COLORADO 
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FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


Fast as 


United States 
Mail! 


SPEED your shipments to North China, 
South China and The Philippines on 
** President Liners” — mail carriers to the 
Orient because of fast service. There’s a 
sailing from Seattle over the short route 
every other Saturday. Arrivals every alter- 
nate Monday. Thru bills of lading isgued 
to all Oriental ports. 


Seven express “Cargo Liners,” sailing on 
regular, dependable schedule to serve you to 
Takubar, Dairen, Tsingtao, Amoy, Iloilo, Cebu. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Sia. 110 So. Dearborn St. 
Detroit, Mich. Chicago, 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


THE TRAFFIC WORLD 

















































PANAMA MAILS.S, CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
; EASTBOUND SAILINGS 
From Los Angeles 
Oct. 13 


From San Francisco 
Oct. 11 
Nov. 10 
Nev. 24 
Dec. 8 
Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 
Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 
140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 





LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by_requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 









TURN YOUR IDLE HOUR 
INTO MONEY PRODUCING POWER 


With a little spare time study you can 
qualify as a TRAFFIC EXPERT or TRAFFIC 
COUNSELLOR, and command the BIG posi- 
tions in the traffic field. 






Two separate courses: (1) Traffic Specialization (2) 
Traffic Law. Both available through Chicago evening 
classes and by mail. 













Hundreds who have tried this training claim it is the 
greatest thing of its kind ever offered traffic men. So 
RADICALLY different—so STARTLING—so UNUSUAL 
—so EFFECTIVE that it is changing the entire trend 
of traffic education. For example, C. A. Hanson, Traffic 
Manager, Waterloo, Iowa, Chamber of Commerce, writes: 











“Have completed five courses in traffic. I can 
honestly say that I found your course so much 
superior to anything else that I have studied along 
this line, that there is no comparison.” 









The secret of this remarkable training lies in our 
scientific, progressive, practical problem method, based 
solely on LEGALLY FILED tariffs, I. C. C. and court 
decisions and publications. 








Our new 32-page catalogue is FREE. Write, phone 
or call today for full particulars. 


CSNSGLOFADYANCED Tgp 


CA Single Subject. Well Taught! 
Desk L, 608-618 S. Dearborn St., Chicago 










Har. 8650 
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on tin plate scrap, from points in Canada, Colorado, Connecticut, 
Delaware, Florida, George. Illinois, Indiana, Iowa, Kentucky, 
Louisiana, Maine, Maryland, Massachusetts, Ohio, Michigan, 


Minnesota, Missouri, Nebraska, New Hampshire, New Jersey, New 
York, Pennsylvania, Rhode Island, Tennessee, Texas, Vermont, 
Virginia, West Virginia and Wisconsin to Carteret (Chrome), 
7 J., and East Chicago, Ind. Asks rates for future and repara- 
tion. 

No. 21417. Traffic Bureau, Moline Association of Commerce, Moline, 
Ill, et al. vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on heating and ventilating equipment, between all points in official, 
southern, western and Illinois classification territories. Asks rates 
for future and reparation. 

No. 21418. New England Waste Co., Boston, Mass., vs. Boston & 
Maine et al. 
Rates in violation of sections 1 and 3 of the act, on cotton card 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 8—Biloxi, Miss.—Examiners Money and Esch: 
1. & S. 3151—Fertilizer and materials, including cottonseed, cake, 
meal and hulls, between Mississippi Valley territory and points 
north of Ohio River. 


October 8&—Galveston, Tex.—Examiner Bardwell: 

1 Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 

1. & S. 2097—Rates to Southwestern Destinations. 

1. & S. 2271—Rates to Southwestern Destinations (further hearing, 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-rail rates 
for —— from and to the points embraced in respective 
proceedings). ¢ 


October 8—Philadelphia, Pa.—Examiner Brown: 
— ye Sub. No. 1 and 2)—James Gallagher et al. vs. Penna. 


October 9—San Francisco, Calif.—Commissioner Lewis and Atty. Ex- 

aminer Barclay: 

17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embracés the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—Investigation of Rates on Furniture. 

1. & S. 2828—Metal Furniture in C. F. A. Terry. 

18568—Hey wood- Wakefield Co. et al. vs. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 

19306—Heywood- Wakefield Co. et al. vs. A. & V. Ry. et al. 

20022—Mayer & Co. vs. L. I. R. R. et al. 

20597—Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 

1. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. _et al. 

21061—I. Addison, Trading as Florida Mattress Factory, et al. vs. 
A. & R. R. R, et al. 

21087—The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et al., 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Appl. 2057 et al. (further hearing). 


October 10—St. Joseph, Mo.—Public Service Commission of Mo.: 

* Finance No. 6926—Application C. R. I. & P. Ry. for authority to 
—— a line of railroad between Edgerton Junction and Rush- 
ville, Tenn. 


October 10—Argument at Washington, D. C.: 
19594—Transfer of Freight within St. Louis and E. St. Louis by 
dray and truck for and on behalf of railroads. 
1. & S. 2934—Off-Track Station and Constructive Receipt and De- 
* livery of Freight at St. Louis, Mo., and E. St. Louis, IIL 


October 10—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 13450—Filed by J. E. Tilford. 


October 10—-Washington, D. C.—Examiner Weems: 
|. & S. 3166—Plaster board from and to points in southern territory. 


October 11—Washington, D. C.—Examiner Sullivan: 
* Finance No. Application Chicago Produce Terminal Co. for 
trated to construct and operate the Terminal R. R. in Chicago, 


Finance No. 6881—Application Chicago Produce Terminal Co. for 
authority to issue capital stock. 

Finance No. 6882—Application (joint and several), of the A. T. & 
S. F. Ry. and Ill. Cent. R. R. by purchase of capital stock and 
under an operating agreement. 


October 11—Argument at Washington, D. C.: 
- — 93—Publication of Rates on Traffic Between U. S. and 
‘anada. 


October 11—Biloxi, Miss.—Examiners Money and BWsch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
— territory to Central, Eastern and Southern terri- 
ories. 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

. & §&. No. ‘Vegetable Oils and Oil Foods from Texas to Ft. 
be Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & & No. 2996—Vegetable Oils and related articles in Official 

Classification territory. 

1. & S. No. 3036—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. 

1. & S&S No. 3036—Cottonseed Hull Fibre or Shavings from 8S. W. 
points to Miss. and Ohio River teways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 

Southwest to interstate points. 

i. & S&S. No. ottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

1. S. >. No. 3121—Cotton Linters from the Southwest to interstate 

poin 
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strippings, cotton noils, cotton linters, cotton waste, etc., fron 
Revere, Mass., to points in New Hampshire, Vermont, Rhode }. 
land, Connecticut, New York, New Jersey, and other States jp 
official classification territory. Asks rates for future. 


No. 21419. United States Graphite Co., Saginaw, Mich., vs. Canadiay 
Pacific et al. 
Unreasonable rate on crude graphite, from Calabogie, Ont., 
Saginaw, Mich. Asks reparation. 


No. or ee Rolling Mill Co. et al., Middletown, O., vs. B 4 
. et al. 
Unreasonable rates on coal, ex-river, from Cincinnati, 0., t 
Hamilton and Middletown, O. Ask rates for future. 


No. 21421. Northwestern Fruit Exchange, Wenatchee, Wash., vs. Greg 
Northern et al. 
Unreasonable charges in connection with detention of car y 
apples at Entiat, Wash. Asks refund. 


14594—American Linseed Co. vs. B. R. & P. et al. 
14683—Spencer og J & Sons vs. B. R. & P. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. etal 
16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. 
Abilene & Southern et al. 
16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 
16587—Lever Brothers Co. vs. D. L. & W. et al. 
16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al 
17270 ne Sub. No. 1)—American Linseed Co. et al, vs. N. Y. 8.4 


. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 
17457—Hunphreys-Godwin Co., Inc., vs. A. & 8S. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. et 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R, 
18890—Lever Brothers Co. vs. B. & A. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. L & P. etal 
19068—The Blaton Co. vs. A. & V. Ry. et al. 
19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 
19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crusher 

Assn. et al. vs. Apache Ry. et al. 
19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 
19194—Procter & Gamble Co. vs. A. & S. et al. 
19245—Procter & Gamble Co. vs. B. & O. et al. 
19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 
19325—Southern Cotton Oil Co. vs. A. & R. et al. 
19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 
19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 
19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al. 
19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 
20068—Graco Milling Co vs. A. & S. Ry. et al. 
20108 (and Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & C. 


et al. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—Armour & Company et al. vs. A. & S. et al. 
20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. etal 
20972—-Pittsburgh Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


et al. 

21010—Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot: 
ton linters and cottonseed hull fibre or shavings; cottonseed meal, 
cake, etc.; and other vegetable oils. 

21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 

21399—Kuhn Paint & Varnish Works vs. A. & L. M. Ry. et al. 


October 12—Little Rock, Ark.—Arkansas Railroad Commission: 
* Finance No. 6792—Application Mississippi River Western Ry. for 
authority to construct and operate a line of railroad in Mississippi 
county, Ark. 
October 12—Argument at Washington, D. C.: 
Ex Parte 94—Procedure under Barge Line Act. 

October 13—Argument at Washington, D. C.: 
19606—Lemmon Grocery & Produce Co. vs. C. M. & St. P. Ry. 
19727—Rio Grande Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
19773—Rio Grande Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
19167—-French Battery & Carbon Co. vs. N. Y. C. R. R. et al. 


October 15—Dallas, Ore.—Public Service Commission of Oregon: 
* Finance No. 6398—Application Southern Pacific Co. for authority 
to abandon portions of its Airlie branch. 


October 15—Washington, D. C.—Examiner Eddy: 

* Finance No. 7076—Application of Louisiana & Arkansas Ry., a Dela 
ware Corporation, (a) for authority to acquire and operate the 
railroad and properties of the Louisiana & Arkansas Ry., a 
Arkansas Corporation, (b) to acquire control of Louisiana Ry. 
& Navigation Co. by purchase of capital stock and to lease the 
railroad of that company, and separate application of the Louisi- 
ana and Arkansas Ry. for authority to issue securities and t 
assume certain liabilities. 


October 15—Portland, Ore.—Commissioner Aitchison: 
21011—(and Sub. Nos, 1 and 2)—Department of Public Works o 
State of Wash. vs. Nor. Pac. Ry. et al. 


October 15—Argument at Washington, D. C.: 
tsee7— Builders’ Assn. of Kansas City, Mo., Inc., vs. C. B. & & 
. R. et al. 
19967—Valley Grain Co., Inc., vs. C. C. C. & St. L. Ry. et al. 
20250—Shearman Concrete Pipe Co. vs. T. & N. O. R. R. et al. 
20714—-Missouri Gravel Co. vs. C. B. & Q. R. R. 


October 15—Los Angeles, Calif—Commissioner Lewis and Atty. Ex- 
aminer Barclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so f@ 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transports 
tion of furniture. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 
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Rhode 1 


States in 
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: j R arp A. ZWEMER Jamzs W. Casry CARLE WHITEHEAD ALBERT L, VOGL 
Lvs. Bal] WHITEHEAD & VOGL |JOS. Cc. COLQUITT 
Practice Before All Commissions and in All Courts Twenty Years’ Practice Before Freight Classification Matters 
ge Rates—Services—Classifications—Claims —? INTERSTAT TanvTou/:,_ Interstate Commerce and 
of car q Suite 123511 Seth La Selle St. _— Soniastn ss Guanes Departmental Practice 


Telephones Randolph 4202-08 Chicago, Illinois | 803-806 Patterson Building, Denver, Colorado | 810 Eighteenth St., WASHINGTON, D. C. 
H. D. DRISCOLL THOMAS M. WOODWARD |HARLEIGH H. HARTMAN 


ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
F. J. WRIGHT and H. R. CONLEY, Rate Specialists | Formerly Attorney for the Director General| Formerly Rate and Finance Examiner 
502-8 Petroleum Bldg. of Railroads and Attorney and Examiner and Valuation Attorney for 
HOMA A) for the Interstate Commerce Commission. Interstate Commerce Commission 
. Washington Office, 714 Transportation Bldg.| Transportation Building, WASHINGTON, D.C. | 610-614 Mills Building © WASHINGTON, D. C. 
_ R. et al ae caseae pebuhipetaanatiesistniiernintettbiaiaamngaeapalieiagteigicammagtasmoeas 1 emaneaianateammnaipainerngeieianantanccitmehipineanitiniesranmnes | ansanuasinteenastaanesniainttenansceninpnaainaniuainagaainitgarininetatensns 
5 Co. vs ell R. H { L LY E R Moultrie Hitt Clarence A. Miller HENRY Cc. KEENE 
O Commerce Counsel HITT & MILLER ATTOSHEE AT LAW 
Ye Attorneys at Law ee Sree Sas 
ms ll. . . . m ion as Accoun rney an am 
Illinois Merchants Bank Bldg., Chicago a ae wo Lntgstien 0 : 
Formerly Attorney and Examiner Tax Matters a Specialty E ' ’ 
a fe Interstate Commerce Commission Union Trust Building | WASHINGTON, D. c.| Transportation Bldg., WASHINGTON, D. C. 
t al. —— ee | LS FT 


wee FRANK A. LEFFINGWELL| WALTER E. McCORNACK |Manghum, Manghum & Shands 


COMMERCE ATTORNEYS 


P. et al ATTORNEY AT LAW Formerly Attorney for Interstate Commerce Washington Office: Transportation Building 
Practice in all courts and before Interstate Commission, Counselor at Law Richmond, Va., Office: State-Planters Building 
HUM, I 
kia Commerce and State Commissions Suite 1258, First National Bank Building | Commerce Commission and Va. State Commission. 
Srushert — H. E. MANGHUM, seven years Commerce Coun- 
7. Ry Santa Fe Building Dallas, Texas CHICAGO, ILL. sel to the United States Shipping Board. 
RICHARD T. EDDY THOMAS L. PHILIPS |JOHN ANDREW RONAN 
at all Attorney and Commerce Counsel ATTORNEY AT LAW LAWYER AND COMMERCE ATTORNEY 
Liberty Central T Bldg., ST. , MO. . 
ae 412 West 6th Street, Los Angeles | “Especial attention to matters before Inter- | 11 Seuth Ls Salle Street, Chicago, Hlinois 
et al state Commerce and Federal Trade Commis- Twenty Years’ Practical Experience in 
ty ye td and enter sions, rates, price fixing and _ valuatien. Transportation and Traffic Matters 
— California Railroad Commission. PRACTICE IN ALL COURTS Telephone Randolph 0844 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


CHARLES E. BELL 
TRAFFIC ANALYST en Ot pe . 


—_——_—_——_ All Traffic and Transportation Matters 
Freight Rate Analyses Interstate Commerce and Sate Commsiesion Casts | os coscn Balers State and Wederal Com- 


E. W. HOLLINGSWORTH 


S. et al 
santa Fe 









ed; cot: 
2d meal, 














and we 
: ot P . . Commerce Attorney missions and Departments 
. reparati Ra omplain 1006 Fifth Street, Sacramento, Calif. 
= at on_of Rate Complaints 319 Fourteenth Street 369 Pine Street TRANSPORTATION BUILDING 
oe Transportation Bldg., Washington, D. C. Oakland, Calif. San Francisco, Calif. WASHINGTON, D. C. 
GENERAL FREIGHT SERVICE ASSOCIATION 
Ambassador Bidg. Roor porate Loul 
Menten, 1 Leet es omar | GEORGE W. OLIVER | You can reach Traffic World 
ay Ry FB ya ge A readers each week 
ty. experts; Cost Records and General Office and Factory Harri Trust Bid CHICAGO ILLINOIS 
Spang ginralied; Financial Statements peared: Gen; | Harris o Through the use of an advertise- 
al. * revised and srgued before Gommisioner wf Intensi | Specializing in Transportation Costs ment in oo” Th age . = ee 
a and Board Tax Appeals st, Washington, D. Statisti expense of a oe 0 
ithority Members dees ae anes C Comme 8 te © tates and Statistics a cent per subscriber. 





























a Dela- “s . ' : 
*f| BALTIMORE, MD. HAMMOND, IND. 
~ 2 SOREN SR RRR SE SAS RR CAT TTT In the Chicago Switching District 
Louis! STORAGE WAREHOUSE 


General Merchandise, Furniture 
and Cold Storage 
Cold Storage f=: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., yonrnonetverpen $300 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 





























y. Ex 
so ft AE eae ree os ome GEOGRAPHICALLY 
he ipsa ae eneral Merchand LOCATED TO RENDER 
“7 Fi Weee, 175,000 Square Feet Floor Space DISTRIBUTORS 
uf A Southern R. R. Siding. 25c Ins. Rate DISTINCTIVE WAREHOUSE 
“2 Virginia Bonded Warehouse Corp. AND FORWARDING 


K 1709 East Cary Street SERVICE 








800 





bee. = pees of Rates on Siem. 
2828—. 1 Furniture in C. F. Terr 


lente Horwood: oWalreneld Co. et al. vs. = A. zB. -2 t al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A te et al. 

19306—Hey wood- Wakefield Co. et al. he! A. & V. Ry. rie al. 
Mayer & Co. vs. L. I. R. R. et al. 

20597—Heywood- Wakefield Co. Vs. “a ‘ L. R. R. et al. 


l. & S. 3102-Classification Ratings on Furniture Frames. 
20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

21061—I. Addison, Trading as Florida Mattress Sete, et al. vs. 
A. & R. R. R. et al. 

21087—The Stationers Corp. vs. M. Ry. s * al. 

21118—Heywood- Wakefield Co. Pg ‘al. vs. C. M. & St. P. Ry. et al., 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Appl. 2057 et al. (further hearing). 


POSITIONS WANTED OR OPEN 


POSITION WANTED—As industrial traffic manager or assistant. 
Equipped with the essential qualifications and twenty years’ railroad 
= oe experience. Address B. A. L. 136, care Traffic World, 

cago, hs 


POSITION WANTED—Transportation executive now employed de- 
sires traffic connection with strong industrial or commercial organiza- 
tion. East preferred. Aged 37. arried. Ambitious. Special training 
in traffic. Mature practical experience. Successful and constructive 
record handling large responsibilities. A-1. Address E. D. E. 138, 
care Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager now employed and in 
good standing wishes new connection. Several years with important 
rail and boat line association; eight years in New York City as ex- 
port traffic manager, with complete control of shipping, rail and 
ocean; now head of transportation department large industry having 
plants in Chicago and elsewhere. Operate private car line; expedite 
movements many cars daily; close student rate structures all terri- 
tories; have pusccaery, handled many reduced rate proposals. a 
ber Traffic Clubs of Chicago and New York City. Address H. N. 
128, care Traffic World, Chicago, Il. 


We Bind The Traffic World 


He ee wee SomaiNe oe 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Same Work Guaranteed 
e also Bind All ds of Publications 








The Book Shop Bindery 


Chicago 


350-354 West Erie Street 


Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
POOL CAR CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 






‘All Major Court Decisions in 


Motor Carrier Litigation 


have been digested and are presented for the first time 
in a conveniently indexed reference volume, with supple- 
mentary service, for use by the Legal Profession as 
well as the Practical Transportation Man. These include 
U. S. Supreme Court, U. S. District Court, U. S. Circuit 
Court of Appeals, and State Supreme Court decisions 
which in any way establish or reaffirm precedent in the 
Operation or Regulation of Motor Carriers for Hire. 
Edition Limited 

Supplementary Service $5.00 yearly 










Volume $10.00 


Moter Bus Division - American Automobile Association 
Mills Building, Washington, D. C. 


PHILADELPHIA, PA. 


DELIVERY 
BREAKING UP 
FORWARDING 
WAREHOUSING 
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UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 
Dally Delivery Service in Philadelphia > 250 Sussantine 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and a, All in One Book! 
nd for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





TERMINAL 


BU/LOS BETTER BYSINESS 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 


BREARSMNER 1727 Penna. Avenue N. W. 










Do You Know =m «- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CoO. 


Established 1857 1020 South Canal Street, Chicago 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Offices 
92 State Street 




















1004-26 Spring Garden Street 


Towns at Minimum 
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CARLOADING & DISTRIBUTING CO. 


UNITED STATES FREIGHT COMPANY 


TABLE OF CONTENTS ‘Less Than Carload Freight Service sd 
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SS EE Te RE ee eR a 809 Since 1898 the interests now 
affiliated with the Universal 


































ade CURRENT TOPICS IN WASHINGTON.............ccccecceseeeees 813 : Di : C 
PANY DECISIONS OF THE COMMISSION: Carloading 8 istributing 0. 
ee a & Electric Light Co. vs. B. & M. et al.; case aus have been engaged in less than 
| FR rr ee ere re rere a ane one en . 
Fertilizers and fertilizer materials, rates on, within state of carload transportation. 
7, GN RIND 5.0.5 <.5:055 00.6 6-40. 410s 'enws.cceuewenebaeeee eee 815 
= Fertilizer Co. vs. Alcolu R. R. et al.; case 20454; 815 . 
OFULIZSP cccccereccccccedecesersccsesssesessccesesesesseseovece 
a = ee A Eo Os Oe ee For the last 16 years the 
"a 2 eee ee ee Universal Carloading & Dis- 
Colorado, state of, vs. A. T. & S. F. et al.; case 16614; potatoes 815 tributing Co has been an ac- 
PROPOSED REPORTS IN lI. C. C. CASES............ ccc cece cece 819 knowledged leader in the oper- 
MISCELLANEOUS TRAFFIC DECISIONS.................0e0eee% 825 ation of consolidated cars for 
NE Se ca iu iccirs udu ta ineoaiaacapenmbeiten a aiaiiieks 825 the handling of less than car- 
ae a ae 830 load freight. 
FREIGHT RATES (Article No. 42)—By G. Lloyd Wilson.......... 834 T d U ' iF i ht S 
O ay, niversa r e1ig. erv- 
PERSONAL MEWS AND NOTES «onion cic ccs cacccecsdccccesccss 842 ‘ ‘ . 
ice is the standard of compari- 
MUMSTIONS ADMD ARIBWERS igo. oi5cccc cc cc i Se cccsasacccacwsees 846 son for this phase of transpor- 
a a ag al is le tala tic aity Mca Sa alata ie 850 tation, offering the shortest 
ATE POL TR. HERO eee 852 possible time in transit at the 
DUGCMET GE TEE GORMIIUOION «onic. cscs cccteeciceseccdees 852 lowest possible rates consistent 


with dependable and efficient 
operation. 


Inc. Se 


. THE TRAFFIC SERVICE CORPORATION 
WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. For Rates or turther information apply to our Freight 
Phone, Main 3840 Telephone State 8635 
— Traffic Department in your city or to the 
FREIGHT TRAFFIC DEPARTMENT 
. 53 West Jackson Boulevard, CHICAGO, ILL. 


40 Rector Street, NEW YORK CITY, N. Y. 


“Reduced Freight Rates” 
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AT THE SHIPSIDE WAREHOUSE 
Direet Rail and Water Facilities 


Manufacturers of Elizabeth, and within a radius of fifty miles, 
are offered unexcelled rail and water facilities at Bayway Terminal 
for shipping their products to near and distant points. 


Bayway Terminal trucks will call for goods at any factory 
within fifty miles of Elizabeth, ship them immediately from the 
Bayway Terminal dock to any coastwise steamship line, or for 
export. Daily steamboat service from Bayway Terminal dock to 
all steamships from New York City. 


Bayway Terminal is provided with rail connections via 
Central Railroad of New Jersey to and from any point in the 
United States. Sidings of the Central Railroad extend into the 
Terminal. 

Merchants and manufacturers may order goods purchased for 
their own use shipped to Bayway Terminal, which will make 
prompt factory and store door deliveries. 


Joint thru Interstate Commerce Commission and Shipping 
Board rates are in effect on domestic freight. 


The “New Way” offers unlimited terminal facilities for ware- 
housing, assembling, shipping, trucking. 


No lighterage costs. No rehandling. No backhauls. 
Freight car at your door service—at the New York rate. 


Modern factory space to lease at this ideal industrial 
location with the ideal distribution facilities. Low 
insurance. Cheap power. Heat and elevators. 


BAYWAY TERMINAL 


“One of Elizabeth’s Greatest Assets”’ 


EXECUTIVE OFFICES: 
25 Church Street, NEW YORK CITY 


TERMINAL OFFICE: 
Bayway and S. I. Sound, ELIZABETH, N. J. 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country; . 


Chicago switching district freight rates on 
intra-district traffic; 


Indiana and Illinois coal fields nearby; 
Electric power. 


It is near the center of population of America. 

The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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AS 


THE TRAFFIC 


SEE IT 


By Mac 


WORLD 


Shipper’s Traffic Man 


I’ve found that most roads are trying hard to give 
dependable and rapid service. They’ve done a 
good job in meeting the conditions. 


But in these days when a shipper’s traffic man is 
being crowded to get the goods through on sched- 
ule we need something extra good in service to 
back up to. 


“Where is that shipment, Mac? When will it 
arrive?” That’s what I hear through my work- 
ing days and sometimes in my sleep. 


The Soo Line is a big help to me in answering 
questions. They have a system of passing reports 
that keeps them posted on where the car is and 
when it will arrive, and they pass me the informa- 
tion promptly. 


That’s the extra good service that I need, espe- 
cially in these days when things are rolling fast 
over my head. 


EDMONTON § 


THIEF RIVER FALLS 


VANCOUVER 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., 1550 Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


Boston, Mass., 40 Central St. 
Mg N. Y., 504 Iroquois 


dg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. 
Indianapolis, Ind., 430 Merchants Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


ROUTE YOUR FREIGHT 


To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
ers’ export declaration made in triplicate. 
his document must be delivered to railroad 
agent at initial point_with the shipment and 
accompany same to Canadian port of entry. 


SAULT SAINTE MARIE 


Ma 


BESSEMER 


MENOMINEE 


MINNEAPOLIS MANITOWOC 


SAINT PAUL 


MILWAUKEE 


CHICAGO 


St. Louis, Mo., 2050 Railway 
St. Paul, Mian,, 1112 Merch 
t. Pau inn., 111 erchants Natio 
Bank Bidg. - 
San Francisco, Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


CARE SOO LINE 








hich quudls 


THE G} OBE 


AILING under the American flag, freight services 
operated for the United States Shipping Board, 
comprising 22 lines and 256 ships, leaving from 


THE TRAFFIC WORLD 
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Atlantic Coast and Gulf Ports for ports in the United 
Kingdom, Irish Free State, Continental Europe, South 
America, the Orient, Dutch East Indies, Australasia, 
India and Africa, have aided materially in opening up 
new markets for merchandise and giving added impetus 
to the foreign trade of hundreds of progressive Ameri- 


Passenger Service. Included in the 
services are the speedy passenger vessels 
of the United States Lines sailing from 
New York to principal European ports, 
also the American Merchant Lines 
ships which sail weekly between New 
York and London offering passenger 
accommodations at remarkably rea- 


can shippers. 


sonable rates. 





*AMERICA FRANCE LINE 


Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 
N. Atlantic to Fr. Atlantic ports 


*AMERICAN BRAZIL LINE 
Colombian Steamship Co., Inc. 


17 Battery Place, New York City 

Monthly sailings from Philadelphia, 

New York, Savannah and Jackson- 
ville co ports in Northern Brazil 


*AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 


7 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 


Whitney Central Bank Bidg. 
New Orleans, La. 


New Orleans to United Kingdom 


@ 





For complete information on either freight or passenger services 
as to rates, ships, dates of sailing, etc., write to 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 


WASHINGTON, D. C. 


AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 
Passenger and freight services to 
United Kingdom ports 


*AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 


11 Broadway, New York-City 
North Atlantic ports to Indian ports 


*ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 

11 Broadway, New York City 
New York to Australian ports 
Periodically the above two lines 
combine on an around the world 
service via the Suez Canal 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
ew Orleans, La. 
New Orleans to Mediterranean ports 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg. 
New Orleans, La. 
Gulf ports to Brazil and River Plate 
ports, east coast of South America 







& 


GULF WEST MEDIT. LINE 
Tampa Interocean S. S. Co. 
917 Whitney Building 
New Orleans, La. 
Gulf and South Atlantic ports to 
Portuguese, Spanish, and North Afri- 
can ports (west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Building 
New Orleans, La. 

New Orleans to French Atlantic and 


Igian Ports 


MOBILE OCEANIC LINE 
Waterman S. S. Corp. 


Mobile, Ala. 
Mobile and Eastern Gulf ports to 
United Kingdom and Continental 
European ports 


AMERICAN PIONEER LINE 
Atlantic Division 
Roosevelt S. S. Co. 


11 Broadway, New York City 
North Atlantic ports to Orient 
and Dutch East Indies 


AMERICAN PIONEER LINE 
Gulf Division 
Tampa Interocean Co. 


614 Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and 
Dutch East Indies 


YANKEE LINE 
Rogers & Webb 


110 State Street, Boston, Mass. 
North Atlantic to German Ports 


*Accommodations available for a limited number of passengers on these lines. 


TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Texas 
Texas to United Kingdom ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to Mediterranean Ports 


AMERICAN REPUBLICS LINB 
C. H. Sprague & Son, Inc. 
33 Broad St., Boston, Mass. 


North and South Atlantic Ports to 
Brazil and River Plate ports, east 
coast of South America 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 
Baltimore, Md. 


North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 


New Orleans, 
New Orleans and Texas Ports to 
German and Holland ports 


TEXAS STAR LINE 
Lykes Bros.-Ripley[S, S. Co., Inc. 


925 Whitney Central Building 
New ieans, La. 


Texas to French and Belgian Ports 


UNITED STATES LINES 
45 Broadway, New York City 


Passenger, mail, freight services to 
England, Ireland, France and 
Germany 


October 13, 1928 
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for every Railroad and Commercial 
Traffic Department 
THIS SPACE-SAVING, TIME-SAVING 


Rate Desk 





SAVES MORE THAN 


ONE-THIRD FLOOR SPACE 


tips of the specially-designed McBee Rate Desk 
instead of the bulky commercial-type desk 
and files will save more than one-third of the 
floor space in Traffic Departments. 


For McBee Rate Desk combines desk facilities and 
filing equipment. 


A recent installation of 50 McBee Rate Desks 
dispensed with 30 ordinary desks and a large num- 
ber of wall files, and made ample room available 
for 20 additional clerks within the same space. 


SAVES HOURS 
OF CLERKS’ 'TIME 


N? more time-wasting round trips between desk 
and files when McBee Rate Desk is used. The 
fact that it combines desk and filing facilities 
makes it seldom necessary for a clerk to leave his 


desk. 


Wanted records are always available for quick, 
convenient reference. 


Rate and Revision men will find it a handy file 
for per cents and divisions, tariffs, waybills, di- 
vision sheets, 5 x 8 cards, freight bills and bills 
of lading, while it is equally well adapted for use 
in many other departmertts. 


FURNISHED IN EITHER DOUBLE OR SINGLE DESKS 
WRITE FOR LITERATURE, SPECIFICATIONS AND PRICES 








THE MCBee BINDER CO. 


1218 HARTFORD BUILDING, CHICAGO, ILL. 











Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 


(Continued from Sept. 29th issue) 
CHAPTER IX. 


Friends Warn Associates—Huntington 
Qualifies as Financial Wizard 


Former friends of the 
associates shook their 
heads in warning and de- 
plored their poor judgment 
in risking the labors of a 
lifetime in an undertaking 
which must end in disaster 
’ for everybody connected with it. Cali- 

fornia banks took the stand that the 
enterprise was not sound. 


Darius O. Mills, one of the financial 
giants of that day, re- 
fused to have anything 
to do with the enterprise, 
as he testified later be- 
fore the Pacific Railway 
Commission: “In the first 
place because of the 
doubtfulness of its suc- 
cess and the ability of 
the parties to carry it 
out, and in the second 
place the giving up of an 
important business which 
it would perhaps involve 
if I went into the rail- 
road.” 

Mills, in his testimony 
in 1887 before the Pacific 
Railway Commission, 
sheds interesting light on 
how the business world 
of the early sixties re- 
garded the venture of the 
“Big Four.” 








Money Was Scarce 


Speaking of the period 

of construction from Sac- 
ramento to Promontory, he said: 
“The difficulties were very great and 
rendered their credit very poor. It wasa 
constant struggle, and the sense of the 
community as well as my own was 
against their being able to carry out the 
enterprise. They borrowed in every way, 
on their own credit, on the credit of the 
road, and any credit they could use. 
They had difficulty always in borrowing 
on the first mortgage bonds when the 
road was unfinished because it was never 
classed as a first-class security. 

Money they had to have, and their own 
individual means formed but an insig- 
nificant part of the sum required. Judah 
had estimated the cost of building the 
first fifty miles, not including rolling 


stock, at $3,221,496. Under the Pacific 
Railroad Act they had to build fifty miles 
before any federal aid would be available. 

The requirement of the California law 
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under which the Central Pacific Railroad 
Company of California had been incor- 
porated, that shares representing $1,000 
for every mile of the proposed route be 
subscribed, had been complied with. Had 
this stock been fully paid up, which it 
wasn’t, it would have brought in $138,000, 
a very small part of the amount neces- 
sary to finance the first fifty miles. 
There was no chance for more help in 
California. They were satisfied that they 
had gathered in all the western money 
that was available for this purpose. 
Huntington went to New York, armed 
with an unlimited power of attorney from 
each of the associates authorizing him to 
use their names and pledge their prop- 
erty and credit to any extent he could or 
that he deemed necessary. He made the 
rounds of the biggest eastern capitalists 
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but could not interest them in Cen- 
tral Pacific Railroad bonds. He did, 
however, interest them in the fact that 
he and his associates bore names in 
the commercial world which stood for 
business integrity. The eastern capital- 
ists decided that, while they had no faith 
in a Pacific railroad, they could afford to 
take a chance on men who had been suc- 
cessful in business and whose records 
were free from blemish. They agreed 
that, if Huntington and his associates, in- 
dividually and personally, would guaran- 
tee the interest on the Central Pacific 
bonds for ten years, they would take a 
limited number of them. 

In this way Huntington raised enough 
money to contract for the iron and other 
equipment for the first 50 miles. “Mr. 
Huntington,” said D. O. Mills, a quarter 
of a century later, “was considered a very 
shrewd man to get those bonds started 
on moneyed men in New York. He suc- 
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ceeded in a small way after a while and 
it grew with exercise and energy and, | 
may say, using a great deal of talent and 
ability.” 





CHAPTER X. 


The Job They Had Undertaken 


A complete picture of the work these 
four men had undertaken is necessary in 
order to understand its magnitude. 

Financial difficulties, which were tre- 
mendous, were not lessened by the opin- 
ions freely circulated that the physical 
obstacles were insurmountable. It was 
talked around that the railroads then con- 
structed in Europe were easy to build 
compared with the Central Pacific. Fail- 
ure, it was announced on all sides, was 
clearly written on the 
rocky slopes of the can- 
yons and the granite 
wall of the Sierra Nevada 
mountains. Not only was 
it impossible to construct 
a railroad across the 
Sierra, croakers declared, 
but, owing to the great 
depth of snow, which in 
some years reached an 
aggregate fall of 50 feet, 
it would be impossible 
to operate the road in 
the winter months. 

These rumors, many of 
them sponsored by engi- 
neers, increased the re- 
luctance of moneyed men 
to participate. 

Under the Pacific Rail- 
road bill, the Central 
Pacific was restricted to 
the use of iron rails man- 
ufactured in the United 
States. This barred them 
from other markets and 
gave the American mills 
an opportunity to raise the price—which 
they did—more than 80 per cent. 


Materials Via Cape Horn 

All the iron, rolling stock, and railroad 
material had to be manufactured in the 
Atlantic States. The country was at war 
and most of the plants able to supply the 
needs of the railroad were already work- — 
ing to their full capacity on government 
orders. After the material was manufac- 
tured, it had to be transported by sea and 
river thousands of miles, running the risk 
of shipwreck and the gauntlet of confed- 
erate cruisers. 

This journey by sea occupied eight to 
ten months, and it required unusual en- 
ergy, ingenuity and foresightedness to 
have these supplies manufactured and 
shipped from Atlantic States so as to in- 
sure their delivery as the builders in Cal- 
ifornia required them. 


(To be continued in Oct. 27th issue) 










